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Isthmian Steamship Lines 


ISTHMIAN STEAMSHIP COMPANY 
General Offices: 50 Trinity Place, New York, N. Y. 


Branch Offices: 


Herald Building, SYRACUSE, N. Y. Commerce Bldg., ROCHESTER, N. Y. Rockefeller Bldg., CLEVELAND, 0, 
Union Trust Bldg., CINCINNATI, OHIO Marine Trust Bldg., BUFFALO, N. Y. 


DIRECT STEAMER SERVICE 


From New York, Philadelphia, Boston, Baltimore, New Orleans, Galveston, Houston, 
Mobile and Pacific Coast Ports a 


To India, China, Japan, Philippines, Dutch East Indies, Straits Settlements, 
Brazil, River Plate, Chile, Peru, Mediterranean, Levant, 
U. K. and Continental Ports 


Also INTERCOASTAL SERVICE . 


New York, Baltimore, Portland, Norfolk, and other Atlantic and Gulf Ports, to wv 


Los Angeles Harbor, San Francisco, Portland, Seattle, Vancouver, etc., and return to New York, - 
Boston, Baltimore, Philadelphia, Providence, and other Ports as cargo offers. 














Frequent Service to Honolulu without transshipment. 


For particulars, rates, sailings, etc., apply to Isthmian Steamship Company, 50 Trinity Pl., N. Y. City, or to 


NORTON, LILLY & COMPANY, General Agents—New York, Chicago, Detroit, Philadelphia, Baltimore, Norfolk, 
Newport News, Boston, New Orleans, Mobile, Cristobal, Balboa, San Diego, Los Angeles, San Francisco, 
Portland, Seattle, and Vancouver. 


E. C. EVANS & SONS, San Francisco (Pacific Coast—United Kingdom). 








in Kansas City it's 


DAMS | 


TRANSFER. and STORAGE CO. 












Responsible— 
Reliable — Reasonable 


228-236 West Fourth Street 


“Surrounded by the Wholesale District” 








Merchandise Storage 
Low Insurarice Rates 
Pool Car Distribution 
Freight Forwarders and Distributors 
City Delivery Service, Twice Daily 
Prompt and Efficient Service 
Excellent System of Stock Records 
and Reports 
Members: American Chain of Warehouses, American 
Warehousemen’s Association, Traffic Club of K. C., 


Kansas City Chamber of Commerce, United States 
Chamber of Commerce. 














Write us for Information and Rates 


Published weekly by Tue Trarric Service Corp., 418 S. Market St., Chicago, Ill. Entered 
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GREAT TERMINALS \ 
Provide Unequalled Facilities for 


SHIPPERS and DISTRIBUTORS 


Centralized management and operation as- 
sure a uniform high efficiency and service to 
vessels and cargo interests alike—waterside 
storage eliminates one or more transfers. Ul- 
tra-modern machinery insures the safe han- 
dling of all classes of merchandise. Direct 
transfer ship to rail (except in New York, 


ATLANTIC TIDEWATER TERMINALS 


G. W. Green, V. P. & Gen’l Mar. 
17 State Street, New York 


NORFOLK TIDEWATER TERMINALS, Inc. 


J. A. Moore, Manager 
Norfolk, Va. 


where the terminal is located in the “free 
lighterage limits’) allows the handling of 
cargoes with the utmost speed, safety and 
economy. 

Fireproof buildings with complete sprin- 
kler system enable our patrons to enjoy the 
lowest possible insurance rates. 


PHILADELPHIA TIDEWATER TERMINAL 


G. M. Richardson, Gen’l Mgr. & Treas. 
10 Chestnut Street, Philadelphia 


KEYSTONE WAREHOUSE COMPANY 


W. J. Bishop, Gen’l Mgr. 
Seneca & Hamburg Sts., Buffalo, N. Y. 


MERCHANTS WAREHOUSE COMPANY 


Snowden Henry, Sup’t 
10 Chestnut Street, Philadelphia 


Richard D. Jones, Western Traffic Mgr. 
1646 Transportation Bldg. - Chicago 


and ALLIED INLAND WAREHOUSES _ 


I 7A 
mel HARVEY C. MILLER President 
SS W.B.MCKINNEY Secretary &Treasurer 


COMMERCIAL TRUST BLDG. PHILA. PA. Z Ae (COLT - ale 
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WESTERN MaryLanp RaILway 


BALTIMORE 
COAL BUNKERING PIERS 


The Western Maryland Railway electrically op- 
erated coal piers provide the largest capacity of 
any railroad for loading coal for export at the 
Port of Baltimore—3500 gross tons per hour. 
One of these piers is 900 feet and the other 
1,386 feet in length. Minimum depth of water 
is 35 feet at mean low tidealongcoal piers and in 
the Harbor of Baltimore. 


The piers are equipped for thawing frozen coal 
during winter months. Electric boat-haul 
winches are provided so as to relieve the boat 
crews of the necessity for moving boats while at 


the coal piers until the cargo is loaded and the 
boat is ready to sail. 


The capacity of the piers is based upon the use of 
50-ton cars, but cars exceeding 100 tons’ capacity 
can be unloaded. These coal piers have estab- 
lished a record for the careful handling of coal 
and coke. 


Due to the extremely low breakage of coal and 
coke resulting from modern design and careful 
operation, marked preference for these piers has 
been repeatedly expressed. Fuel pitch, stone and 
other bulk materials can also be handled over 
these piers. 


The coal piers are adjacent to the 4,000,000 bushel grain elevator, on the 
one side, and to the new $8,500,000 merchandise piers and warehouses, 
on the other; all these tidewater facilities forming the Port Covington 


Terminal. 


WEsTERN MaryYLAND RAILWAY 


“Short Line to Middle West’”’ 


Standard Oil Building 


Baltimore, Md. 
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Pt New York 


Te Only Direct All-Water Route 


SERVING WITHOUT TRANS-SHIPMENT 


New York - Buffalo - Cleveland - Toledo - Detroit 
Oswego - Hamilton, Ont. 


in a 
HAMILTON FA 


as 
air 


DETROIT: 


AW Sua 


| sg Bis 
TOLEDO 7Z air” CLEVELAND 


4Nby sKy Lorain 


Connecting the great Middle West with the Atlantic 
Seaboard, where barges load or discharge alongside 
steamers to and from the Pacific Coast, as well as 
vessels arriving from and leaving for all parts of the 
world. 


20% saving in freight rates by this route. 


Nothing less than one full barge load (about 650 
gross tons) accepted. Barges move in fleets of four. 


The quality of our service is attested to by 500 per 





Bi 


KINGSTON 


TORONTO ,gaT 
8: 


cent increase in volume of traffic during seven (7) 
years of operation. 





Seasonal contracts for the movement of bulk com- 
modities are a specialty with us and shippers have 
effected enormous savings thereby. 


Cargo received or delivered alongside shippers’ ot 
consignees’ docks at lake ports or at points in the 
Hudson River, Port of New York, or safe ports on 
Long Island Sound. 


For Rates or Other Information, A.jdress 


HEDGER TRANSPORTATION COMPANY, Inc. 


° ONE 
ns 25 Broadway, New York City, N. Y. or ae 
BUFFALO OFFICE: Chamber of Commerce Building 


N. Y. Produce Exchange 
N. Y. Maritime Exchange 








BONDED CARRIER 
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View of our dock at which 5 
vessels can be accommodated 
simultaneously. 


A general cargo loading from 
i our trucks at shipside. 


Our Personal Service adds 
to the value of our experience 


As a successful manufacturer or merchant you do more than _it means that we act for you exactly as your own traffic de- 
sell your goods for a price. You render a service which adds _— partment would act were it here on the spot. 


to the value of your goods. You build goodwill. : fait 

é . It is, of course, of vital importance to you that we have ample 
To be successful as a Marine Terminal, we felt that more waS experience in handling practically every kind of shipment . . 
needed than modern facilities and up-to-date equipment. From _ that we have magnificent facilities and every modern equip- 
the very start we determined to develop a type of service atout = ment, But all those things should gain immeasurably in value 
Terminal which would give our shippers and carriers that tq you by a Service which expects every officer at our Ter- 
“extra” which, in turn, would earn us their goodwill. minal to manage your shipment as though he were per- 
It is not easy to describe that Personal Service in detail, be-  sonally responsible to you for the safest, the speediest, 
cause it varies with each shipment handled. But, summed up, and the most economical handling of your shipment. 


Canned Goods in covered storage 
at our Terminal. 









ce A shipload of cork 
eld in our storage shed for 
rail shipment. 

(At right) Piling a shipment 
of mahogany in our open stor- 
age yard. 

(Below) Railroad coaches 
loaded here for shipment to 
South America. 















We invite correspondence and should wel- 
come the opportunity of an interview. All 
inquiries will be held strictly confidential. 


Heavy work for one of our cranes 
- loading Brandywine granite. 







PLEASE ADDRESS 


CHARLES H. GANT, Manager 


Wilmington Marine Terminal 
WILMINGTON, DELAWARE 
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Delivering the Goods 


The railroads of the country go every- 
where and carry everything, and thus they 
enter into every phase of modern life. The 
vast flow of goods that moves over their 
lines is proof of the diversity and immensity 
of needs and desires in a great nation where 
Truly 
the railroads serve everybody and in every 


a high standard of living prevails. 


conceivable way. 

The railroads serve the individual by 
carrying food and clothing. They serve the 
home by transporting building materials 
and fuel. They serve agriculture by haul- 
ing seed stock and implements and farm 
products. They serve industry by moving 
raw materials and manufactured goods. In 
fact, everything that contributes to our 
national economic productivity enters into 
the great stream of traffic that unceasingly 
pours through the nationwide channels pro- 
vided by the railroads. 

Altogether this traffic stream is made up 


The Traffic World 


— Dependable for 79 Years — 





of approximately 25,000 classifications of 
commodities, some of which in turn com- 
prise hundreds of different items. The value 
at destination of a year’s shipments by rail 
in the United States was recently estimated 
as being approximately sixty-eight billion 
dollars. 

The railroads are mindful of the great 
responsibility resting upon them by reason 
of the essential nature of their work. They 
are proud of their record of service in the 
past, but at the same time they are steadily 
increasing their capacity and efficiency. 
With the continued good will of the public, 
they can be relied upon to advance con- 
stantly in usefulness to the nation. 

Constructive. criticism and suggestions 
are invited. 


L. A. DOWNS, 
President, Illinois Central System. 


CHICAGO, June 2, 1930. 
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Your 


Telephone 


Will bring to your office an experi- 





enced, helpful man eager to assist 






in shipments to and from the Great 
Northwest and Western Canada 


























Here Are The Numbers T oa — ee 
Boston, Mass., L. R. Robinson é ‘ . Phone Hubbard 1760 H I S man is the 500 Line irattic Counselor. Is JOD 1s to 
Buffalo, N. ¥., C.S. Richardson . . Phone Cleve. 2880-2881 help the shippers in your vicinity with their traffic problems as 
Chicago, Ill., C. V. Gallagher - -  « Phone Central 5542 ; : 
Chippewa Falls, Wis., E.C. Frost. . . «+ « Phone 216 they relate to the vast Northern Empire served by the Soo Line. 
ean $0 _.* Pe 2.9 a a aaa He will gladly come to your office today and assist you with any 
Dallas, Texas, H. L. Tingle . % és ‘ ‘ « Phone 2-2783 problems you may have. 
Detroit, Mich., F.P. Tinker . ° ° - Phone Cherry 7820 
Duluth, Minn., G. A. Sherwood . ‘ - Phone Melrose 5800 
Grand Rapids, Mich., W.A.Napper . . .~ «~ Phone 41602 You will find him not only experienced and wise in the 
Indianapolis, Ind., G. A. Macnamara . ‘ - Phone Riley 3214 . 
SaeeCin Me,3.L.fex . . . + Whene Wieser 2828 ways of traffic, but also human and helpful — a friend on whom 
oe ce : ee you can rely. He was selected for his talent in helping other 
Milwaukee, Wis., J. A. Millington ‘ Phone Daly 3017-3018 : : 
a ti. cca, 5. ene oe people solve knotty traffic problems. You will be pleased by his 
Neenah, Wis. A.C. Wilson . . «. «© « «© Phone 2250 helpful suggestions, his friendly attitude. 
New York, N. Y.,A.L. Preston . " - Phone Fitzroy 8474-8 
Omaha, Neb., Paul H. Hefty - «+ Phone Atlantic 9752 : z 2 
Passaic, N.J., W.T. Pratt . . «. « Phone 705-R Passaic The Soo Line Representative is a good man to know. You 
aon 7 — ina If meng drag will find his phone number in the column at the left. Give him 
Portland, Maine, John A. Sullivan ‘ P - Phone Forest 946 : i ; ; 
itachi . _ time temeraee a ring today and have him call. Have a chat with him. He 
San Francisco, Cal., W.W.Smith. . . Phone Garfield 6721 personifies the Soo Line organization, “The Road of Friendly 
Sault Ste. Marie, Mich., W.G. Miller . ‘ Phone 165 and 166 ¥ = 
Seattle Wash., Wm. P. Lockwood. . . «Phone Main 5587 Service. 
Spokane, Wash., Frank L. Thompson. .  . Phone Main 3184 
St. Paul, Minn., C.K. Landes Phone Cedar 3390, Garfield 1630 
St. Louis, Mo., G. F. Diekroeger . ° Phone Main 4768-4769 
Superior Wis., E.L. Thorp . ‘ - Phone Broad 662 and 663 To avoid delay, shipments for Canadian destinations must be ac- 
Tacoma, Wash., A. E. Walker ‘ - ‘ . Phone Main 2562 companied by Shippers’ Export Declaration Made in Triplicate. 
Waukesha, Wis., F. C. Eckert é r ‘ ‘ -  « Phone 48 This document must be delivered to railroad agent at initial point 
Winnipeg, Man., C.F.Ronnan . . . . Phone 23375-6 with shipment and accompany same to Canadian port of entry. 
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ROUTE YOUR FREIGHT IN CARE OF THE SOO LINE 






Pace ust The Traffic World Vol XLY, Noe 


oA 
( 
CRAWFORDSVILLE C 
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j CLINTON 
PARISQ : |} 


TERRE HAUTERD™ magrinsviteG 


SULLIVANO 


Time in transit reduced 2 to 8 days between 800 electric railway 
| Ffoints and 10,000 points in the South when shipments are routed 


ELECTRIC RAILWAYS 
Through Class Rates Apply 


“UNDIVIDED RESPONSIBILITY” 


—with ample facilities and service to handle L.C.L. traffic 
when routed, via the Cincinnati or Louisville Gateway, 
IN CONNECTION WITH 


Steam Line and Electric Railway Carriers. 


For detailed information, address L. E. Earlywine, chairman, 
Central Electric Traffic Association, Traction Terminal Bldg., 
Indianapolis, Ind—or ask any local electric railway agent. 


CENTRAL ELECTRIC TRAFFIC ASSOCIATION 


representing more than 30 progressive electric railway angepentes 
in Indiana, Ohio, Michigan, Pennsylvania, Kentucky and Illinois 


SHIP VIA ELECTRIC RAILWAY FREIGHT 
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_| STRATEGIC 
; LOCATIO \ 





Over 
11), Million Sq. Feet 
10 minutes from Manhattan 














Available for Rentals and General Storage 


The location of the new eight-story Lackawanna Ter- 
minal Warehouse makes possible low rental and storage 
charges in the very heart of the Metropolitan market. 
Almost limitless storage space right on the tracks of the 
Lackawanna Railroad and adjacent to its east-bound re- 
ceiving yards. L.C.L. Freight House in same building, 
also accommodations for 52 cars at one time, eliminates 
cartage charges both into and out of the warehouse. 
Bonded space and U.S. Customs Storekeeper on premises. 


These are just a few of the long list of economies offered 
by this big new warehouse. Write for full particulars to 


Room 1706, 629 Grove Street, Jersey City, N. J. 


Telephones: Montgomery 6380—Hitchcock 3058 


ACKAWANNA 


TERMINAL WAREHOUSES, INC. _ 
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AT YOUR DOOR. 


Raw Material and Market 


| HE Pittsburgh District—the workshop of the world— 

famed as the nation’s greatest industrial center— 
noted for its unrivaled transportation facilities—the focal 
point of a vast network of mainline railroads extending in 
every direction and the nucleus of the greatest consuming 
market in the United States. 


No wonder the Pittsburgh District has become the magnet 
for foresighted manufacturers since the beginning of 
American industry—no wonder that here in this ideal 
industrial realm so many great business fortunes have 
been made—for Pittsburgh is the ‘‘open sesame”’ to suc- 
cessful, profitable manufacturing today, tomorrow and 
for all time. 


Prominent in making the Pittsburgh District the nation’s 
greatest industrial center is the Montour Railroad— 
uniting all trunk line railroads and bringing their service 
direct to your door. 


Decide today to investigate the possibilities of locating 
your plant or warehouse in this District. We shall be glad 
to furnish you with detailed particulars. 


MONTOUR R.R. 


141 OLIVER BLDG <- * PITTSBURGH PENNA. 
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“British Made” 
Gets 


British Money 


American goods manufactured in Great 
Britain become British goods— “Made 
in England.” 


A product stamped, ““Madein England,” 
achieves greater good-will in England 
than an imported article. It can be sold 
for a lower price—at a higher profit— 
than an import, because of the lower 
cost of British labor... Wéith no cus- 
toms duties, no over-seas transporta- 
tion charges, overhead expense is 
greatly cut. 


Establish your own factory in England, 
and manufacture British-made products 
for British consumption. 


A complete listing of factory sites for 
sale, and buildings suitable for factories 
—for sale or rent—may be obtained 
from the American office of the London, 
Midland and Scottish Railway of 
Great Britain. 


L. M. S. offers a free service to American 
manufacturers. Photographs... plans 
... information as to power and water 
supply, municipal rates, type of labor 
available, forms of transport serving 
the various sites—full details may be 
had on application. 


NRO 


London, Midland & Seottish 
Railway of G. B. 


GREAT BRITAIN Thomas A. Moffet, Freight Traffic Manager in America 
I Broadway, New York City 
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When Fast Freight Shiment: 
will increase your Profits - 


SHIP ViA PEORIA GATEWAY 


Route bill of lading (via P. & P. U. Railway) and Peoria, Illinois. 
Intermediate switching charges absorbed by line-haul carriers. 
Peoria rates apply to all industries in Peoria & Pekin Switching 
District. 


Efficient Switching Service Between the Following Railroads 


Atchison, Topeka & Santa Fe Railway Co. 

Chicago & Alton Railroad Company 

Chicago & North Western Railway Co. 

Chicago, Burlington & Quincy Railroad Co. 

Chicago and Illinois Midland Ry. 

Chicago, Rock Island & Pacific "Daten Company 

waar wy 3 Cincinnati, Chicago & St. Louis Railway Company 


Illinois } the P Railroad Company 

Illinois Terminal Company 

Minneapolis & St. Louis =—* Company 

New York, Chicago & St. L. R. R. Co. (L. E. & W. Dist.) 
Pennsylvania Railroad 

Peoria Terminal Company 

Toledo, Peoria & Western Railroad 





Passing 
reports 
furnished. 


Excellent 
icing 
facilities. 


PEORIA AND PEKIN UNION RAILWAY 


Inquiries Solicited, Address E. F. Stock, Traffic Manager, Union Station, Peoria, Illinois 
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Less than 
the costofa 















Coal cars carrying the Norfolk and Western Rail- 
way’s coal traffic during 1929 would have made a 
train extending across the continent and back; box 
cars loaded with its yearly merchandise traffic 
would extend from the Atlantic to the Pacific... 
yet the loss and damage per car of coal, or the loss 
and damage per ton of merchandise freight was, in 


each instance, less than the cost of a postage stamp. 
* 


Norfolk and Western Freight Traffic Department 
representatives, located in principal cities through- 
out the country, will welcome an opportunity to 
describe the railway’s efficient facilities for the eco- 


nomical transportation of your freight shipments. 





Norfolk 
Western 
Ratiway 


Roanoke Wirginia 















Sn The Traffic World Vol. XLV, No, 93 
















Devotion to an Institution 
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T’S after hours and most of the people 
have gone home, but a light still burns sh 
over a General Agent’s desk. From the . : 
outer room comes the click, click, clickity- | Be 
click of a typewriter—a clerk is recording la 
moors §« tariff changes that may be of interest to 
cf eee our shippers. ‘ 
¢ “a “wo o oo m 
— i Why such devotion on the part of men Ba 
i vil” Who have already given their day? : 
yo gs Pp 
a ig From New York to San Francisco—in q 3 
AMT in ~~." an office or in a Pullman car somewhere 01 
a there are Southern Pacific’s men and women % 
thinking about our part in other people’s 
businesses, working for men who may be 
entirely unaware such work is going on. It n 
is work done purely of free will and its real a 
pay is pride in work well done. n 
It is this spirit of 100,000 trained 0 
employees that has rounded out the service 
this company has made its own. True— 
Southern Pacific believes it offers you loco- 
motives, cars, steamers and terminal facili- ’ r 
ties of the best, and a guarantee of safety 
and dispatch in the transportation of freight ¢ 
with its highest type of equipment and track 
—but the finest thing we have to give to our 
patrons is the enthusiasm of our personnel 
and the devotion to their work which is 


measured neither by the dollar nor the 
clock. 


This organization is at your service. A ( 
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You are cordially invited to use the facilities of our entire organization in any 
way we can serve you. Simply communicate with our representative nearest to you. 
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Our Platform 


Keep the government out of business. This applies 
to ocean and inland waterway transportation as well as 
to other business. 

Take politics out of rate-making. 

Regulation of motor vehicle common carriers in 
interstate commerce, and a special fee for the use of the 
highway as a place of doing business. 

Regulation of intercoastal steamship business. 


Non-discriminatory and reasonable railroad rates for 
shippers, but a rate level high enough to give the car- 
riers as a whole the adequate revenue prescribed by the 
law and the Commission. 

Development of inland waterways for commerce 
only where a careful survey has demonstrated an ade- 
quate traffic demand, and then only for the purpose of 
permitting private operation of carriers thereon, who 
should pay for the privilege of using the waterways in 
order to recoup the taxpayers for the cost of develop- 
ment and maintenance, 

A traffic department in charge of a capable traffic 
man for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort 
of service that will justify employing them. 

If motor vehicles, intercoastal vessels, and inland 
waterway carriers are not to be regulated, then remove 
regulation from the rail carriers. 





THE HOCH-SMITH RESOLUTION 


HE Hoch-Smith resolution, as construed this week 

by the Supreme Court of the United States, simply 
means, it appears, that Congress directed the Interstate 
Commerce Commission to look into the rate structure 
and correct defects, if any were found, in the light of 
standards of rate-making already established under sec- 
tions one, three and fifteen of the interstate commerce 
act—and not in the light of any standard that the Com- 
mission may have thought the resolution set up. Con- 
gress expressed a hope, and nothing but a hope, that the 
Commission might be able to do something for the farmer 
in the way of freight rate reductions. Passage of the 
resolution was nothing more than a political gesture, in 
80 far as promise was held out to the farmer that, under 
it, he would obtain such reductions in freight rates that 
his economic condition would be substantially improved. 

The decision of the highest tribunal sustains the 
construction of the resolution approved by the National 


June 7, 1930 





Number 23 





Industrial Traffic League, railroads, and others who con- 
tended that the resolution did not change existing law. 

“Its only effect,” said the League, in its statement 
submitted to the Commission in May, 1925, when the 
Commission was seeking the views of all interested as 
to the meaning of the resolution, “is to direct the Com- 
mission to institute a comprehensive, general investiga- 
tion into the entire rate structure of the country.” 

The League said it seemed to be a general impres- 
sion that the resolution-was adopted by Congress with 
the thought on the part of its proponents that it would 
result in early and substantial reductions in rates on 
agricultural products and perhaps also on other basic 
commodities. 

“The resolution,” it continued, “if construed in a 
conservative way and carried out with due regard to all 
the provisions of the interstate commerce act, will do no 
harm excepting the very serious disturbance to the busi- 
ness of the country as a whole which must result from 
uncertainty as to the future level and arrangement of 
freight rates... . But, if the resolution be construed 
by the Commission as tantamount to an instruction from 
Congress to prescribe lower rates on agricultural prod- 
ucts, solely because of a serious depression in agriculture 
at the time the resolution was considered by Congress, 
we believe it would injure the present and future busi- 
ness of the country, would seriously impair our splendid 
transportation machine, would unwarrantedly result in 
undue prejudice to products of other industries, and 
might inflict losses upon the farmer greatly outweighing 
any possible gains from direct reductions in freight rates 
on agricultural products.” 

Our position has been and is that Congress intended 
that, under the Hoch-Smith resolution, rates on agricul- 
tural products should be reduced—that agriculture was 
to be preferred in rate making. It turns out—and we 
think fortunately—that such language was used in the 
resolution that the final arbiter in the matter finds it 
confusing and frankly holds that it did not mean what 
the Commission, state railroad regulating commissions, 
ourselves, and others said it meant, rather than that it 
meant reduction of rates to some uncertain level below 
the standard of reasonableness as determinable under the 
substantive law and thus raises “a serious question re- 
specting the constitutional validity” of the part of the 
resolution relating to the depression in agriculture. 
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DIVIDENDS FROM TRANSPORTATION 


To secure dividends from stocks or bonds 99 
necessitates the outlay of money in the © ¢ 
original purchase price of the sécurity. Your oo 
dividends are then payable semi-annually. an 
belt 
To secure dividends from transportation 7 : 
necessitates only a confidence on your part iE 
in our ability to perform. Your dividends 
then accrue daily in the form of reduced | te 


freight rates. 


This self-evident fact is a logical argument 0 
in favor of using Universal Freight Service 
wherever possible. 


For rates or further information apply to the Freight Traffic Department of the Universal Carloading & - 19 
Distributing Co., a division of United States Freight Company, at any one of the offices listed below. 
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The Supreme Court finds that, by reason of the “un- 
vertain meaning” of the words in the “depression” para- 
raph of the resolution and of the constitutional question 
at would be raised if they were taken as the Commis- 
jon thought they should be taken, “we think they must 
ie held to work no substantial change in the meaning or 
operation of sections 1 (5), 3 (1) and 15, par. (1) of 
sisting law.” ; 

In other words, if Congress had plainly stated in 
he resolution that the Commission should reduce the 
nates on farm products “to some uncertain level below 
the standard of reasonableness,” then the issue would 
jave been Whether or not the resolution was unconsti- 
tutional. 

The Commission now, no doubt, will have to deter- 
nine how it will proceed under the Hoch-Smith resolu- 
ion. In that connection the following paragraph in the 
datement of Commissioner Meyer that was submitted to 
the Senate interstate commerce committee in February, 
1929, with reference to procedure under the resolution, 
is of interest : 

Since its passage, all of our rate cases have been decided 
in the atmosphere created by the resolution. We have exerted 
, steady pressure to confine rates on agricultural products 
which are depressed within the lower belts of the larger zone 
of reasonableness, while the pressure has been equally constant 
not to restrain unduly the maintenance of rates in the higher 
belts of the zone of reasonableness for those commodities which 
are not depressed and which possess a greater ability to bear 
ahigher rate. It is immaterial whether we mention the resolu- 
tin in a particular report or not. It is there just the same 
like every other provision of the interstate commerce act. It 
operates on every case which is brought before us. 

The position taken by the committee on railroad 
rates of the National Association of Railroad and Util- 
ities Commissioners with respect to the intent of the 
solution in relation to agriculture was: 

It is impossible to consider the language, and the history 
of the Hoch-Smith resolution, without reaching the conclusion 
that a prime purpose of it was to bring the earliest and largest 
possible measure of relief to agriculture through a reduction in 
the rates on agricultural products. 

Another view that is interesting in the light of the 

Supreme Court’s decision is that of the National Asso- 
tiation of Owners of Railroad and Public Utility Secur- 
ities which, in a statement on the resolution in December, 
1928, said : 
_ Notwithstanding what may have been the theory motivat- 
ing the Commission, the net result of its polices under the Hoch- 
Smith resolution has been a progressive whittling down of the 
late structure year by year, though the carriers as a whole 
have not been earning the fair return provided by statute and 
prescribed by the Commission, and in spite of records replete 
with convincing evidence of this fact. 

We think the court has made it plain that the reso- 
lution has not empowered the Commission to make rates 
0 agricultural products any lower than it is empowered 
by the first section of the interstate commerce act. The 
‘ourt’s decision puts us back to the fundamentals of rate- 
haking in language that can not be misunderstood and 
the country is to be congratulated that the decision was 
ade before greater damage was done. The proceedings 
tiated under the resolution will go forward, it is un- 
derstood, but the findings therein must conform with the 
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first, third, and fifteenth sections of the interstate com- 
merce act. 

We are taking out of our “platform,” carried at the 
head of the editorial page, the plank, “Repeal the Hoch- 
Smith Resolution,” not because it has been repealed, but 
because it has met death at the hands of the Supreme 
Court. It is a thing accomplished. As to whether we 
and those who have agreed with us have been right or 
wrong in our position as to what Congress meant by this 
resolution, we do not now care. We are glad to be rid 
of its damning influence at any price. 

We may say, however, that we still hold to our opin- 
ion as to the intent of Congress, and that the Commis- 
sion has been doing what anyone knowing his Congress 
and the ideas that motivated it at the time the resolu- 
tion was adopted was more than justified in believing 
that Congress intended it to do. Those who held that it 
did not mean what it seemed to have said were, doubt- 
less, influenced, to great extent, by what they wished the 
Commission to do or not to do in compliance with the 
resolution. The Supreme Court itself expresses a doubt 
as to the intent, but, of course, its interpretation of the 
resolution is based on what Congress had a right to do 
and not on what it tried to do. 

After all, what the court has done is merely to say 
politely that the resolution could not mean what some of 
us held that Congress intended it to mean, because Con- 
gress had no power to put any such meaning into effect. 
The Commission may be subject to criticism because it 
did not itself interpret the resolution, as the Supreme 
Court has now done, in the light of the law, but, after 
all, the Commission is not a court, but a servant of Con- 
gress, and a servant is not too greatly to be blamed for 
striving to obey orders expressed, as we and it thought, 
in such plain terms, leaving to the courts the problem as 
to whether the orders were legal and proper. Moreover, 
the Commission is entitled to thanks for meeting the 
issue squarely. If it had temporized, endeavoring to 
construe the resolution as the Supreme Court now says 
it should have been construed, it would have been in con- 
stant difficulty with litigants before it and would have 
been embroiled with Congress for not carrying out its 
wishes. Once more it has been shown that the best way 
to get rid of an obnoxious law is to enforce it. 

Anyway, all’s well that ends well, and the Hoch- 
Smith resolution, as a mandate of force and effect, has 
gone to the limbo of many other foolish things done by 
the politicians who play at law-making in the halls of 
Congress. 


BARGE LINE EXPANSION 


SSUANCE by the Inland Waterways Corporation of 
a bulletin in which it points out how services of the 
government barge lines may be obtained raises a question 


‘as to whether the corporation has not gone a step too 


far. Is it part of the function of the federal barge 


agency to stimulate demands on Congress for extension 
of the barge service? 
for such action. 


It is difficult to find justification 
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In considering the issue raised by the barge line, it 
should be kept in mind that the government is ostensibly 
in the business of operating barges on the Mississippi 
and Warrior rivers for the purpose of demonstrating 
that private capital may, with fairly certain hope of 
profit, engage in that business. The official records on 
the subject support that premise. The government is to 
remain in the business only until the demonstration has 
been completed. 

Now, however, the barge line agency invites the pub- 
lic to make appeals for extension of its services—even to 
waterways on which Congress has not said the barges 
shall be operated. The initiation of such a policy, of 
course, means that the government will be operating 
barges indefinitely, if not forever. In the absence of a 
declaration by Congress as to the extension of the barge 
services it is in point to inquire by what authority the 
barge line puts forth its appeal? 

Under existing law, the services of the federal barge 
line, now in existence on the Mississippi and Warrior 
rivers, may be extended to any tributary or connecting 
waterway of the Mississippi River, not including the 
Ohio River. The latter river was expressly excluded by 
Congress because Ohio Valley interests asked that that 
be done. 

Observers of the development of the activities of the 
federal government in the inland waterway transporta- 
tion business will not be overly shocked at the statement 
of the Inland Waterways Corporation. Though there is 
talk now and then about the government getting out of 
the barge line business, the trend of events is in the op- 
posite direction. That is not unusual. Once a govern- 
ment bureau is put into business by Congress the chances 
are that it will increase rather than decrease its activ- 
ities. Such has been the case with the government barge 
line. It has not even confined its “increases” to the 
waterways. It found it needed a railroad and it acquired 
it. Perhaps it is not generally realized that the govern- 
ment owns and operates a railroad in the general trans- 
portation service of the country. The line is that of the 
old Ensley Southern between Birmingport, the water ter- 
minal of the barge line on the Warrior River, and Bir- 
mingham, a distance of about nineteen miles. In its 
statement telling the public how it may proceed to obtain 
federal barge line service, the Inland Waterways Cor- 
poration says that, in 1928, the railroad showed a net 
operating income of $30,886.98 in excess of 6 per cent on 
the value of the property. In the annual report of the 
corporation for the calendar year 1929 the following 
appears: 

While our rail line net income dropped from $45,995.10 in 1928 
to $1,434.53 in 1929, this was caused mainly by extensive improvements 


which have raised the value of the road from approximately $775,000 
to $1,250,000. 


Why the net income of $1,434.53 in 1929 was not 
mentioned in the statement just issued, the annual report 
statement having been issued April 8, 1930, may be a 
pertinent question. The barge line statement under dis- 
cussion, however, also omits reference to the net loss of 
$354,048.46 of the Inland Waterways Corporation in 
1929. Is it possible that the officials of the government 
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barge line, in their efforts to stimulate appeals to Con. 
gress for extension of barge service, did not think that 
reference to such a net loss would be wise? 

The barge line statement says that, owing to the 
“limited sphere” of its activities, the Inland Waterways 
Corporation can not possibly extend to all the people 
full benefits. 


“Through public demand, however, separate bills | 


extending the sphere of its operations have been intro. 
duced in Congress, and the question of such extensions 
will be there determined,” it says. 

This is an invitation to the public to seek to haye 
bills introduced in Congress providing for extension of 
barge service to particular rivers. If such a movement 
gains headway, the day when the government will be ont 
of the barge line business will, indeed, be far off. 

In this connection it is interesting to note that (. £. 
Childe, manager of the traffic bureau of the Omaha 
Chamber of Commerce, one of the leaders in the middle 
west for improvement of inland waterways and for im. 
provement particularly of the Missouri River, advised 
the Senate interstate commerce committee, in the course 
of the hearings on the Pittman fourth section bill, that 
those interested in the improvement of the Missouri 
River were not going to ask for government barge service 
on that river but were going to establish the service 
themselves. 
opinion along that line becomes dominant it will not 
make much difference what sort of appeals the govern- 
ment barge line makes. 


NEW BILL OF LADING 


The Traffic World Washington Bureau 


The Commission has formulated and promulgated a program 
in respect of the new bill of lading form which the carriers 
have devised to meet the requirements of amendments to the 
law dated March 4, 1927, and April 23, 1930. (See Traffic 
World, May 24, p. 1367.) The program has been put out under 
the old docket number in which changes in the bill of lading 
forms have been treated. It is No. 4844, in the matter of bills 
of lading, domestic bill of lading and live stock contract. Its 
creation is based on the fact that the carriers have filed sched- 
ules proposing the changes they think the amendments to the 
law require, effective August 1. ; 

The significant part of the program is that the Commis 
sion requires the filing of objections, if any, with the ground 
or grounds therefor, on or before July 1. Copies of the supple- 
ment containing the changes, the program says, may be pro 
cured by addressing R. C. Fyfe, chairman of the Western Class 
ification Committee, Room 404, Union Station, Chicago, Ill. 

A summary of the changes proposed is contained in the 
program. That summary notes the changes in the domestic 
bill required, as the railroads believe, as set forth in text in 
the Traffic World May 24, p. 1367. That summary notes that 
the changes, textually the same as those in the domestic form, 
also apply to the live stock contract, although the section num- 
berings are different. The changes proposed in the live stock 
contract are to Section 2(c), the provision in Section 3 and 
Section 5(d). 


CAR SURPLUS AND SHORTAGE 
The average daily surplus of freight cars in the period 
May 15-22, inclusive, was 428,559, as compared with 410,131 cars 
the preceding period, according to the car service division of 
the American Railway Association. No shortage was reported. 
The surplus was made up as follows: 


furniture, 30,200; 


Box, 190,807; ventilated box, 1,203; auto and aed 
total box, 222,210; flat, 10,819; gondola, 83,186; hopper, 63,774; tota 
coal, 146,960; coke, 580; S. D. stock, 26,354; D. D. stock, 3,714; re 


frigerator, 16,467; tank, 396; 


Canadian roads reported a surplus of 36,800 box, 925 s. D. 
stock and 850 refrigerator cars. 


miscellaneous, 1,059. 


That is the sound course to pursue. When | 
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California has some sort of law that 
seems to jog up her supreme court. 
Attention was drawn to that fact by the 
disposition, in a relatively short time, of 
the cases brought by the railroads in 
resistance to the order of the California 
commission requiring them to join in building a union passenger 
rminal at Los Angeles. The ordinary understanding of the 
yonder-working statute is that, in substance, it provides that, 
ita court does not dispose of a case within 90 days from its 
submission, the salaries of the judges shall come to an end. 

A number of states have had rules of that sort in their 
constitutions in respect to their legislatures. The substance 
of those provisions is that the lawmakers may be paid for not 
more than a given number of days in a session. The result 
ig that the lawmakers, within a limited time, get done with 
what they earnestly have in mind. Another result has been 
the calling of many special sessions. 

Louisiana, if memory is not at fault, used to have a provision 
intended to limit the legislature so that it would be active 
oly in one year in four. However, provision had to be made 
for special sessions. Therefore, for a while at least, special 
sessions of the legislature became the regular order. Because 
of that four-year rule, Senator Robert F. Broussard was elected 
by a legislature more than three years before he took his seat, 
the last of the legislature-elected senators. He served a two- 
year term in the House of Representatives after he had been 
chosen to fill a vacancy caused by the death of Senator Mc- 
Enery. The latter was one of the Louisiana Democrats who 
was a protective tariff man in afl cases, instead of only in 
respect to things in which his constituents had a particular 
interest. He voted with the Republicans whenever the issue 
was clearly made. Incidentally, he remained in the Senate 
util removed by death, notwithstanding his failure to follow 
the party the name of which he bore. 


california Holds 
the Clock on 
Her Supreme Court 





Not a tear was shed, not a 
funeral hymn was sung at the 
Commission when the Supreme 
Court of the United States sent 
the Hoch-Smith resolution to the 
region of Pluto. The story, how- 
ever, may be different after Congress has read it. In effect, 
the court approved the remark, more or less cynical, that Con- 
gress, in adopting the resolution, was merely making a gesture 
of sympathy for the supposedly depressed farmer. Congress 
seemed to set great store by the thing that was created by 
jamming together resolutions offered by Senator Smith, a South 
Carolina Democrat, and Representative Hoch, a Kansas Repub- 
lican, at the behest of President Coolidge. 

It is conceivable that, this being on the eve of primaries 
and a general election, some members of Congress may rise 
up and view with alarm or something else indicating emotion, 
this thing that the court has done to the child of perturbation 
about the condition of agriculture. 

In a way of speaking, the Commission is fortunate that the 
court has shown the impotency of the resolution before reports 
inthe rate structure investigation, now believed to be imminent, 
afforded an opportunity to the Commission to go farther out 
a limb, so to’ speak, than it did in the California deciduous 
fruit case. The long time the court took to think about the 
matter—from October to June—is now explained by suggestions 
that the justices were determined to be careful in the language 
they used in telling the Commission that the resolution made 
lo grant of power to it, but merely expressed a hope that a 
tate structure could be brought about, under the terms of the 
interstate commerce act, better than Congress seemed to think 
was in existence when it performed the act of union of the 
Wo resolutions. The thought is that the language, though not 
harsh, is wholly lethal in its effect on the resolution; that the 
resolution is just as dead as if it had been totally wiped off 
the statute book. Repealing it might, perhaps, be regarded 
48 an act of respect, such as Congress ought to show to the 
child of its dreams about making the farmer happy by appear- 
ing to give him a status of preference above other classes of 
titizens in the matter of freight rates. 

However, it did not seem likely, when the court rendered 


Unwept and Unsung Goes 
Hoch-Smith, for the 
Time Being, at Least 
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its opinion, that such an act of respect would be performed. 
On the contrary, it seemed more probable that Congress would 
take the attitude of the gentleman who told his wife a whopper, 
which, when exposed, caused him to observe, regardless of 
the exposure, that that was his story and he would stick to it. 
By implication, if not by direct statement, Congress told the 
farmers they could get relief by a stirring up of the freight 
rates of the country. It would not be human, it has been sug- 
gested, that Congress would not tell the farmer that it did 
not know what it was talking about when it adopted the Hoch- 
Smith resolution. A gesture of affirmation, it might be expected, 
would be more natural. 





It seems impossible for a law-making 
body to do anything with public property 
that will satisfy progressives, unless that 
something is putting the government into 
what most persons call private business. 
The Progressives in the Canadian Parlia- 
ment the other day gave themselves an oratorical spree, tilting 
at the administration in power because it had not done any- 
thing to prevent the realization of the plans of the Beauharnois 
Power Corporation, empowered by the provincial authorities of 
Quebec to develop water power by canalization of the St. Law- 
rence between Lake St. Francis and Lake St. Louis. 

Because the canalization would not interfere with naviga- 
tion (it might even facilitate it) the dominion government 
gave its approval. In this country the tendency is for the 
federal government to claim the water rights, as, for instance, 
in Muscle Shoals, in disregard of the claimed rights of the 
states. Anyhow, Ottawa did not interfere; hence the Progres- 
sive attack. Leaders of that party or bloc charged, ac¢éording 
to press reports, that the “government,” meaning what, in the 
United States, would be called the administration, allowed a 
private company to acquire valuable water rights for an ex- 
tremely small consideration. They urged that the Beauharnois 
permit be revoked. The Progressive leader alleged that the 
company, on the basis of assets that cost the company $1,280,000, 
had erected a corporation structure capitalized in excess of 
$300,000,000. He did not say whether the public had actually 
bought the capital issues for anything like that number of real 
dollars, ignoring the fact that the capitalization might be like 
Andy’s “$7,000,000, $8,000,000, $10,000,000” in the Fresh Air Taxi- 
cab Company bookkeeping. 

The Conservatives also took part in the criticisms, thereby 
upholding the rule that the business of an opposition party is 
to oppose, the Liberals being in control of the administration 
at Ottawa. The fact that some of the speakers insinuated or 
suggested that Liberal leaders were in the “deal” did not bring 
demands for names or specifications, such as put Senator Ash- 
urst into a ridiculous position a short time ago when he charged 
that senators could have fat appointments for their friends if 
they would but vote for the confirmation of Judge Parker. On 
insistent demands he named Senator Dill as one who had re- 
ceived such a suggestion, only to have Dill “throw down” the 
story by saying that the suggestion was made in a jocular mood 
and not a thing seriously taken. Seemingly, the Canadian law- 
makers did not take the insinuations as serious at all, though 
they came from members of the party that stands an equal 
chance with the other major party to control the administration 
at some future time. 


Beauharnois 
Water Power 
Project Attacked 





Plans of senators to get away 
some time this month, either to cam- 
paigns for reelection or long weeks 
of vacation, were dished this week 
by notice from President Hoover 
that, if they adjourned without act- 
ing on the London naval conference treaty, he would call them 
back the day after the adjournment of Congress to work on 
that agreement to hold down the cost of preparation far naval 
warfare. The Republican leaders called at the White House 
early one morning to tell the President they thought things 
would go better if consideration of the treaty were put off 
until next December. 

Whether it is because of or despite his Quaker training, 
the President sets much-store by the understanding that was 
reached at London. His view is firm that the senators should 
place their mark of approval on it, regardless of the major naval 
engagements between elderly rear admirals as to the relative 
value of 6-inch gun cruisers and 8-inch gun cruisers. Undoubt- 
edly, the President has approved the arguments of the admirals 
who have come to the conclusion, for American purposes, that 
the 6-inch gun cruisers the agreement permits the United 
States to construct will be adequate. The issue created by 
the opposition of some of the admirals who thing that more 
8-inch gun cruisers should have been allowed has been made 
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the prominent one. Therefore, the insistence of the President 
on action by the Senate naturally creates the assumption that 
Mr. Hoover is satisfied that 6-inch gun cruisers instead of 
8-inch gun cruisers will round out the American fleet and make 
it the equal of any other. The 8-inch gun admirals, however, 
subscribe to the popular belief that the larger gun can do more 
damage than the smaller, even if it cannot be fired as fast. 
One large bullet, they think, is much better than many small 
ones when there is actual and not mere laboratory firing, so 
to speak. 





A man who made a successful 
run for the Republican nomination 
for governior of Iowa obtained sup- 
port, according to reports from that 
state, because he advocated the im- 
position of an income tax by the 
state. Probably he told the voters that, if he were made gov- 
ernor, he would lighten the tax burden of the poor people by 
seeing to it that the state laid an income tax on the rich folks. 
That is the stock argument that always has hooked the poor 
gudgeons who think it is possible to tax the rich and let the 
poor go untaxed. 

Russia doesn’t undertake the performance of that impos- 
sibility. It has simply taken all property from all people. 
England’s taxes have been hard on the rich people of the before 
the war type, but their property is going to a new class of 
rich who are alert enough to devise ways for passing on the 
burden. Russia probably will also emerge from her present 
status with a new class of rich people instead of the old feudal 
crowd. The people of the United States were persuaded to 
change their Constitution by the argument, among others, that 
imposition of an income tax would permit of the reduction 
of other taxes, particularly the customs tariff tax. 

Of course, no one is ever held responsible when a political 
argument goes wrong. Federal income taxes, it is true, are 
lower now than ever before, but other taxes, if they are lower, 
are still higher than they were when the Constitution was 
changed and the happy era was due to arrive arrayed in crepe 
de chine and other filmy things.—A. E. H. 


NEW ENGLAND CENTENNIAL 


New England’s railroad centennial was celebrated at Lowell, 
Mass., June 5. To mark one hundred years of steam railroad 
development and industrial progress since incorporation, on 
June 5, 1830, of the Boston and Lowell Railroad—first of the 
lines of the Boston and Maine system—a party representative 
of New England and of Massachusetts traveled to Lowell from 
Boston by special train over the route of the original railroad, 
to join in observance of “Railroad Centennial Day.” 

It was an official holiday in Lowell by formal proclamation. 
Schools were dismissed, shops closed and city hall, the public 
libraries and other places shut down at noon. With a civic 
luncheon in the Memorial Auditorium, for which nearly 1,000 
persons took tickets, a parade with several thousand uniformed 
marchers in line, the massing of 7,000 school children to join in 
a chorus of 10,000 voices and an exhibition of the old and 
the new in railroad locomotives, the formal exercises had a 
series of spectacular settings which gave the occasion rank with 
outstanding anniversary observances in New England. 

At the luncheon, over which Congresswoman Edith Nourse 
Rogers presided, there were addresses by Chairman Thomas 
Nelson Perkins, of the Boston and Maine, ex-Governor Red- 
field Proctor, of Vermont, as president of the New England 
Council, Lieutenant Governor W. S. Youngman, of Massachu- 
setts, and Mayor Thomas H. Braden, of Lowell. President 
Edward S. French, of the Boston and Maine, President Percy 
R. Todd, of the Bangor and Aroostook, Vice-President H. M. 
Biscoe, in charge of the Boston and Albany, and Vice-President 
George A. Gaston, in charge of the Central Vermont Railway, 
Chairman Calvin Austin, of the Eastern Steamship Lines, Chair- 
man W. F. Garcelon, of the New England Shippers’ Advisory 
Board, Secretary of State Frederic W. Cook, Public Utilities 
Commissioners Henry G. Wells and Lewis Goldberg, occupied 
places at the head table, together with the mayors of cities 
and chairmen of boards of selectmen of towns along the line 
of the old Boston and Lowell road, members of the board of 
directors of the Boston and Maine, and the general chairmen 
of several groups of Boston and Maine employes. 

Thomas Nelson Perkins, chairman of the board of directors 
of the Boston and Maine, as the principal speaker, expressed 
the appreciation of the railroads of New England for “the 
splendid recognition given the 100th anniversary of the birth 
of steam railroads in New England. 

“You may not realize that a railroad is a very human 
organization; and such an expression as today’s encourages us, 
all of us, to believe that you realize that the railroads have been 
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and, in spite of motor transport, water transport, and ey 
transport by air, are, and must continue to be, the nation’s 
most important carriers of persons and goods,” he said. - 


CLEVELAND UNION STATION 


Cleveland’s new union station will be officially opened ¢ 
the public on the afternoon of Saturday, June 28. The Opentae 
will be marked by a civic luncheon in the main concourse 
sponsored by the Cleveland Chamber of Commerce, to pe fol. 
lowed by inauguration of the full schedule of electrifieg railway 
passenger operations, embracing about 100 trains daily, , 

The full schedule of passenger train services, as announced 
by the Cleveland Union Terminals Company, will become effec. 
tive promptly at two o’clock, Sunday morning, June 29. At that 
hour, the complement of twenty-two electric locomotives, “the 
most powerful ever built for passenger service,” will go Officially 
into action between Lindale and Collinwood, the limits of the 
electrification system, and, from that time on, the new Station 
will be the focal point of the passenger trains of the New York 
Central, Big Four and Nickel Plate railroads. 

The luncheon will start about one o’clock. It will be at: 
tended by representative Cleveland business men, city officials 
representatives of the terminal interests, and prominnt rail- 
way executives from many parts of the country. The addresses 
along with a description of the luncheon, will be broadcast from 
the main concourse by remote control. Following the luncheon 
guests will have opportunity to inspect the station facilities 
Guests will be invited to make the trip over the seventeen miles 
of electrified right-of-way, aboard two special trains which yi] 
leave the station simultaneously, one headed east; the other 
west. 


CANCELLATION OF RULE 77 


Elimination of Rule 77, by cancellation, from Tariff Cir. 
cular No. 20 (see Traffic World, May 31) and the substitution 
therefor of the intermediate clauses of Rule 27, in the opinion 
of tariff men of the Commission, removes a large sore spot 
from the tariff filing system. The eliminated rule is a promise, 
on the part of carriers, to publish, on one day’s notice, from 
points not named in the tariffs, rates applicable from known 
points of production so they will apply from intermediate 
points where production may just be beginning or from which 
there may be a sporadic movement. It is the experience of 
the Commission that tariff publishing agents are loath to make 
such publication for the reason that it is expensive and often 
causes greater expense than the revenue derived from the 
sporadic traffic. In many instances the shipper who has asked 
for the publication of a rate on one day’s notice has been asked 
to make his shipments without publication of the rate because 
the carrier would ask permission to refund the difference. 
That has made work for the special docket part of the Com- 
mission’s force. 

Use of Rule 27, the intermediate point rule, will require 
the carriers to carry routing instructions in all their tariffs 
so as to make Rule 27 usable in all instances. However, they 
have been putting in routing instructions so that the elimina 
tion of Rule 77 and the substitution of Rule 27 therefor will 
not cause the doing of any strange work. 

This change has been brought about by the issuance of an 
order cancelling Rule 77, effective October 10, and an order in 
Ex Parte No. 13, in the matter of modification of the provisions 
of section 6 of the act with respect to the posting of tariffs at 
unnamed stations from which rates will apply under inter 
mediate application rules. In connection with these orders the 
Commission issued the following notice addressed to all car 
riers, over the signature of G. M. Crosland, chief of the section 
of tariffs of the bureau of traffic: 


The attention of all carriers is hereby directed to the attached 
copy of the Commission’s order of May 26, 1930, which not only 
affects the cancellation on October 10, 1930, of Rule 77 from Tariff 
Circular 20 but also requires that on or before that date all ref- 
erence to the said rule shall be cancelled from tariff schedules then 
in effect. Furthermore, the order requires that with the cancellation 
of Rule 77 together with the references thereto, specific rates er} 
be established to and from all intermediate points or in lieu_thereo 
the publication of the intermediate point rule as authorized by Rule 
27 of Tariff Circular 20. : 

There is also attached a copy of Amendment No. 3 to a 
Order No. 57 under the terms of which there is a modification 
the posting requirements to the extent that carriers will be relieve 
from posting tariffs at stations where such posting would otherwise 
become necessary solely because of the tariffs containing the rule 
prescribed in Tariff Circular 20 for application at intermediate —. 

Manifestly a vast number of tariffs is involved and that pn Pad 
them be brought into complete harmony with the Commission's OF ‘s 
is important. The time within which a compliance must be had - 
limited and, therefore, it is expected that carriers and tariff oo 
ing agents will commence at once the publication of such changes “ 
their tariffs as the order requires. From now on, and in the regu od 
course of business, as tariffs are amended or reissued the require- 
ments of the Commission’s order should be met to the end that any 
congestion at the last minute may be avoided. 
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MIXED-CARLOAD CHARGES RULE 


In a report written by Commissioner Porter, in I. and S. 
No. 3387, exceptions to Rule 10 of official classification on less- 
than-carload shipments loaded in mixed carloads, the Commis- 
sion, by division 3, has suggested a rule, which, in its opinion, 
will enable the carriers to avoid the imposition of penalty 
rates, under Rule 5, when less-than-carloads, contained in mixed 
carloads, do not conform with the packing requirements for 
such less-than-carloads. The formulation of such a rule has 
been the Chinese puzzle amusement of tariff makers for a long 
time. The carriers tried it. The classification committee said 
it could not devise such a rule. Thereupon interested shippers 
applied to the rate committee of the Central Freight Associa- 
tion. That body undertook what the classification committee 
said was an impossibility for it. 

That was five years ago. Some carriers published the rule 
as an exception to the classification as soon as the rule was 
devised. Others have come along at various times since then. 
Last December the carriers came to the conclusion that the 
best way to solve the puzzle was to cancel the rule. They 
proposed that in the schedules under suspension. They pro- 
posed cancellation because the rule caused many disputes and 
many anamolies, as for instance, a rate on less-than-carloads 
of paint in a mixed carload lower than the carload rate on 
that commodity. 

The matter was made the subject of a proposed report. 
The examiner therein proposed a rule as follows: 


1. Articles included in mixed-carload shipments on which less- 
than-carload rates are applied under authority of Section 4 of Rule 
10 of the official classification will not be subject to the penalty 


rates prescribed by Rule 5 of that classification for failure to con- 
form to less-than-carload packing requirements, if the articles as 
loaded in the car conform to the carload packing requirements for 
such articles. 

After going over the matter, the Commission worked out 
an addition to the rule proposed by the examiner. It therefore 
found the cancellation schedules not justified but without 
prejudice to the filing of new ones with the addition of a para- 
graph to the rule proposed by the examiner reading as follows: 


2. If the articles as loaded in the car are in packages or shipping 
forms for which specific less-than-carload rates are provided, the 
rates to be applied thereon shall not exceed those which would be ap- 
plicable under paragraph 1 hereof had the articles been loaded in 
the car loose. 


GRAIN PRODUCT RATES 


The Commission, by division 5, in No. 22686, Atkinson 
Milling Co. vs. Ann Arbor et al., No. 22677, Red Wing Milling 
Co. vs. A. C. & Y. et al., and I. and S. No. 3301, proportional 
rates on grain products from Illinois junctions to points in 
central territory, has ordered the carriers to establish, not later 
than August 20, reshipping and proportional rates on grain 
products, from Illinois junctions to destinations east of the 
Iilinois-Indiana state line, applicable on grain products milled 
at Minneapolis and Red Wing, Minn., from grain originating in 
trats-Mississippi River territory no higher than on grain prod- 
ucts from grain originating and milled in trans-Mississippi River 
territory. At present the proportional on products produced in 
trans-Mississippi territory is 16 cents. The proportional on 
products produced in northwestern territory mills is 19 cents, 
although, as the Commission report said, the transportation 
from the Illinois junctions to the east is the same regardless 
of Where the milling is done. 


Schedules suspended in the suspension proceeding were 
filed, as the carriers contended, for the purposes of clarification. 
The complainants contended that instead of clarifying the tar- 
iffs, about which there had been disputes, the schedules caused 
creased. The carriers claimed that the reshipping rate on 
Products milled in the northwest was 19 cents. The Commis- 
sion found that the suspended schedules would bring about 
increases which had not been justified. The Commission said 
that the carriers rested their case upon a showing that it had 
been their intention to maintain higher rates from the north- 
west than from the trans-Mississippi territory, although the 
Commission said that no transportation reasons were assigned 
eemification for them. The Commission said that the estab- 
rs _ of rates in accordance with its finding with respect 

€ proportional from the northwest, that of unreasonable- 


ness, would remove the undue prejudice alleged to in the title 
case. Reparation was awarded. 


CORN GRITS DISPUTE 


According to the Commission, division 3, the carriers, in 
the schedules suspended in I. and S. No. 3396, grain products 
from Ohio and Mississippi River crossings to destinations in 
southern territory, said words but they meant nothing. The 
schedules have been found not justified, have been ordered 
cancelled and the proceeding discontinued. The railroads, said 
the report, proposed changes in the descriptions of certain com- 
modity groups applicable in connection with less-than-carload 
commodity rates on grain and grain products. They said they 
desired to clarify the commodity descriptions so as to obviate 
disputes between shippers and carriers as to what commodities 
— entitled to transportation at the rates named in a Speiden 
tariff. 

The protestants who procured the suspension of the 
schedules asserted that the proposed descriptions would result 
in increased rates on corn grits, in inner containers in barrels 
or boxes, in less-than-carloads, which would be unreasonable 
and unduly prejudicial. The shippers claimed that the changes 
would impose class rates on such shipments of grits. The 
carriers claimed that class rates were applicable under the 
existing descriptions. The Commission said that under the 
present and proposed descriptions commodity rates would apply, 
thereby holding against the carrier contention that the present 
description called for class rates and that the proposed descrip- 
tion was for purposes of clarification. In addition to holding 
that the proposed description would still leave commodity rates 
to apply on less-than-carloads, the Commission said that neither 
the present nor the proposed description complied with the re- 
quirements of Rule 4 (i) and 4 (g) of Tariff Circular No. 20. 
It said that the proposed schedules not only failed of their 
purpose to clarify the existing schedules so as to obviate dis- 
putes, but, because the carriers used a symbol indicating in- 
creased rates, they created a tariff situation, which, if per- 
mitted to become effective, might be taken by their agents as 
authorizing the application of class rates which had not been 
justified. 


LUMBER REVISION FORBIDDEN 


A revision of proportional rates, upward and downward, on 
lumber from Kewaunee and Manitowoc, Wis., and Manistique 
and Menominee, Mich., to central territory, proposed in I. and 
S. No. 3410, lumber and forest products from Kewaunee and 
Manitowoc, Wis., and Manistique and Menominee, Mich, has- 
been found not justified. The Commission, by division 3, not 
only found the revision not justified but directed the removal of 
fourth section departures in the rates that are to be continued 
in effect. Removal of fourth section departures was one of the 
objects of the proposed revision. The Commission said that in- 
creases in rates to bring them into line with the fourth section 
could not be justified on an assignment of that fact as a reason 
for proposed rates. 

The suspended schedules proposed changes in the varying 
proportionals from the west-bank Lake Michigan points men- 
tioned reached by the Ann Arbor car-ferry lines, chiefly by re- 
arrangement of the points in three groups. Joint rates apply 
over routes other than those of the Ann Arbor. The Commis- 
sion said that many increased rates would result from the pro- 
posals. The carriers said the revision was undertaken because 
of many informal complaints. Protesting lumber interests said 
that on account of the narrow margin on which lumber was 
sold in a keenly competitive market the small appearing in- 
creases meant the curtailment of their shipments. They also 
claimed that the proposed rates would make it impossible for 
them to avail themselves of the excellent service afforded by 
the direct route of the Ann Arbor to lower Michigan and Ohio, 
which, generally speaking, was much shorter than the routes 
over which the joint rates of competing lines applied exclusively. 


PAPER BAG RATES 


The Commission, on reconsideration on appeal from division 
4, in No. 19517, Continental Paper & Bag Mills Corporation vs. 
Atlantic City Railroad et al., has affirmed the finding in the 
former report, 153 I. C. C. 444, that the rate charged on paper 
bags, straight carloads and in mixed carloads with wrapping 








paper, from Rumford, Me., to Newark, N. J., and Philadelphia 
and Harrisburg, Pa., was applicable. It has, however, reversed 
the finding in the former report that the applicable rate was 
not unreasonable The new finding is that the rate was un- 
reasonable to the extent it exceeded the contemporaneous sixth 
class rate of 34 cents from Rumford to the destinations named. 
Reparation has been awarded. 

Commissioner Lewis noted a concurrence in part while 
Commissioners Woodlock and Brainerd noted a dissent. 


OIL TO MINNESOTA 


The Commission, on reconsideration in No. 19530, White 
Eagle Oil & Refining Co. vs. Santa Fe et al., has modified the 
findings of division 3, in 152 I. C. C. 169, in respect of rates 
on gasoline and other refined oils taking the same rates, from 
groups 2 and 3 in the midcontinent refinefy field and the north 
Texas group to Sleepy Eye, Tracy, Redwood Falls and Belview, 
Minn. The rates indicated have been found unreasonable to 
the extent they exceeded, exceed or may exceed, from group 
2, 43 cents prior to the effective date of the order herein, and 
40 cents thereafter; from group 3, 43 cents prior to July 20, 
1927, 45 cents on July 20, 1927, and between that date and the 
effective date of the order herein, and 42 cents thereafter; and 
from the north Texas group, 48.5 cents prior to the effective 
date of the order herein and 44.5 cents hereafter. Reparation 
has been awarded on shipments delivered or tendered for de- 
livery since various dates in 1924 and 1925. 

On account of the unusual circumstances in this case, the 
Commission said that the findings were based on the peculiar 
facts and circumstances of this case and were not to be taken 
as a condemnation of the rates on petroleum and its products 
to other parts of western trunk line territory. 


The rates prescribed for the future are to be made effective 
not later than August 20. The finding in the prior report that 
rates on fuel oil and other low-grade products should be made 
80 per cent of those on gasoline and other refined products was 
affirmed. 

In the prior report the division found the rates to the points 
mentioned, except Belview, unreasonable to the extent they 
might exceed specified amounts. The finding as to Belview was 
reversed and changed into a finding of unreasonableness to 
the extent hereinbefore set forth. 


The award of reparation in this case is the only one made 
in connection with rates related to the adjustment prescribed 
in Midcontinent Oil Rates, 1925, 112 I. C. C. 421, hence the 
observation that the finding in this case was not to be taken as 
a condemnation of the rates on petroleum and its products in 
other parts of western trunk line territory. As reason for its 
award of reparation, the Commission said that if the defendants 
had complied with its findings in Midcontinent Oil Rates, 1925, 
supra, the rate of 43 cents resulting from the application of the 
subsequent general changes to the 31l-cent rate therein found 
reasonable from groups 2 and 3 to St. Paul, Minn., territory 
would have applied on complainants’ shipments from those 
groups prior to July 20, 1927. The report admitted that the 
St. Paul territory was not described in the report in the Mid- 
continent case. It pointed out, however, that the report said 
that the St. Paul rates applied to Minneapolis, Minnesota Trans- 
fer and to a large territory to the west and southwest in Min- 
nesota. It said that from the location of the destinations in- 
volved it was evident that there was ample basis for the com- 
plainants’ contentions that all of these points were within the 
limits of the St. Paul territory as contemplated in the Midcon- 
tinent case and that under the findings in that case they should 
have been accorded rates from groups 2 and 8 not in excess of 
the basis there prescribed for application from those groups to 
the destination territory as a whole. 


Commissioner Woodlock, concurring as to the future rates, 
said that failure of the railroads to include the points consid- 
ered in the St. Paul blanket, was not a default in compliance 
with the findings in the Midcontinent case. The matter, he 
said, was fully discussed in the prior report and that in view 
of that report there was no warrant for penalizing the carriers 
now by an award of reparation. Commissioner Porter, for rea- 
sons given in the prior report, dissented from the conclusions 
in this one. Commissioner Tate noted a dissent. This report 
also embraces No. 18460, Community Service Station Co. vs. 
Santa Fe et al. 


COMMISSION REPORTS 


Gravel 
No. 22738, Missouri Portland Cement Co. vs. St. L.-S. F. 
et al. By division 5. Rate, gravel, Bigbee, Miss., to Buntyn, 
Tenn., inapplicable. Applicable rate was $1.265 a net ton. Rep- 
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aration of $25.19 awarded. Commissioner Farre]] dissented ¢, 
reasons set forth in his dissent in Lehigh Portland Cement Co 
vs. C. & O., 152 I. C. C. 351. ; 


Dry-Kiln Material 


No. 22454, Moore Dry Kiln Co. vs. S. A. L. et al. By diyj 
sion 2. Complaint dismissed. Rates, dry-kiln material, Jackso : 
ville, Fla., to Monroe and Clarks, La., not unreasonable. e 


Ex-vessel Coal 


No. 19153, Fitchburg Gas & Electric Light Co. vs. B. ¢ y 
et al. By division 2. Report by Chairman McManamy. Com- 
plaint dismissed. Present rate, soft coal, ex-vessel, Salem to 
Fitchburg, Mass., not unreasonable or otherwise unlawful. Case 
on further hearing. Former report, 147 I. C. C. 145. Charge of 
New Haven for switching the ex-vessel traffic from the B. & y 
interchange to complainant’s plant in Fitchburg not unreason. 
able or otherwise unlawful. 


Tin Plate Scrap 


No. 21214, Vulcan Detinning Co. et al. vs. A. C. & Y. et alg 
sub-number thereunder, Metal & Thermit Corporation vs. Same 
and No. 20954, Metal & Thermit Corporation vs. New Haven et 
al. By division 2. Complaints dismissed. Rates, scrap tin plate 
points in central, eastern trunk line, New England and other 
territories to Sewaren and Carteret, N. J., Neville Island, Pa. 
and East Chicago and Streator, IIl., not unreasonable or other. 
wise unlawful. 

Lumber, Cedar Poles and Lath 

No. 21910, Eggers Pole & Supply Co. et al. vs. Northern 
Pacific et al. By division 4. Rates, lumber, cedar poles and 
lath, points in Montana, Idaho, and Canada to destinations jp 
Michigan and Ohio inapplicable. Rate of 89 cents applicable to 
Battle Creek and Ann Arbor, Mich., and 82 cents to Barberton, 
Wadsworth and Delaware, O., over routes in connection with 
which Valley Junction, O., was the next more distant station, 
the issue being as to routing to groups in Ohio and Michigan 
and the application of the intermediate point rule. Commis. 
sioner Woodlock concurred because the decision was consistent 
in principle with decisions on the question of tariff application, 
He suggested tariff reforms by carriers to save themselves from 
awards of reparation and the Commission’s time spent on such 
cases. Reparation awarded. 


Hollow Building Tile 


No. 22478, Mason City Brick & Tile Co. vs. St. Paul et al. 
By division 2. Complaint dismissed. Rate, hollow building tile, 
Mason City, Ia., to Biloxi, Miss., not unreasonable or otherwise 
unlawful. 
Feeder Cattle, Etc. 


No. 21100, sub. No. 1, Ed Borders vs. C. & N. W. et al. By 
division 4. Rates, stock or feeder cattle, Sioux City, la., to 
Fremont, Neb., not unreasonable. Rate, stock or feeder cattle 
and stock or feeder calves, Belvidere, S. D., to Fremont, Neb. 
inapplicable. Applicable rate, 50 cents, unreasonable in the 
past and for the future to the extent it may exceed 43 cents 
on stock or feeder cattle and 49.5 cents on stock or feeder 
calves in single-deck cars. Rate, 41 cents on stock or feeder 
cattle, Platte, S. D., to Fremont, applicable prior to August 
15, 1927. Applicable rate after that date, 34.5 cents unrea- 
sonable to the extent it exceeded or may exceed 33.5 cents. 
Reparation awarded. Finding without prejudice to any different 
conclusions that may be reached in No. 17000, part 9, Hoch- 
Smith livestock. Record insufficient as a base for a finding 
that stock cattle rates should be 75 per cent of rates on fat 
cattle. New rates to be effective not later than August 20. 


Pulpboard 


No. 21757, O. A. Smith Agency Inc., vs. A. C. L. et al, No. 
21804, Same vs. Same and a sub No. Same vs. Bush Terminal 
et al. By division 3. Complaints dismissed. Rate, pulpboard 
from Hartsville, S. C., to Babbitt, N. 5', inapplicable. Applicable 
rate 41 cents not unreasonable. Rates, Hartsville to Long 
Island City, applicable and not unreasonable. Rate, Roanoke 
Rapids, N. C., to Newark, N. J., and Brooklyn, Long Island City, 
Maspeth, and New York, N. Y., not unreasonable. 


Steel Rails 


No. 21238, W. M. Smith & Co. vs. N. O. & N. E. et al. 
By division 4. Complaint dismissed. Rate, steel rails, Poplar- 
ville, Miss., to Avondale, Ala., applicable and not unreasonable 
or otherwise unlawful. 


Returned Iron Drums 
No. 21816, Mountain Valley Water Co. (Buffalo, N. Y.) et 4l 
vs. Nickel Plate et al. By division 2. Rates, returned empty 
iron or steel drums, less than carloads, Buffalo, N. Y., and, in 
carloads, Indianapolis, Ind., to Hot Springs, Ark., applicable. 






rimemts oo 


- ee ee co oe te 








No. 23 
ee 


ed for 
Nt Co, 


Y divi. 
Ckgon. 


Com- 
em to 
Case 
rge of 


Cason- 


al., a 
Same, 
en et 
Plate, 
Other 
» Pa, 
other. 


thern 
} and 
Os in 
le to 
rton, 
With 
ition, 
ligan 
Amis- 
Stent 
ition. 
from 
such 


t al. 
tile, 
Wise 


By 
, to 
ttle 
eb., 
the 
nts 
der 
der 
ust 
rea- 
nts. 
ent 
ych- 
ing 
fat 


No. 
nal 
urd 
ble 
ng 
ke 
ty, 


al, 
ty 
in 
e. 


june 7, 1930 


june 7 —_ The Traffic World 


Rate, same commodity, Detroit, Mich., to Hot Springs, Ark., 
inapplicable. Applicable rate 56.5 cents. Reparation awarded. 


Gas Meters and Regulators 


No. 22123, Community Natural Gas Co. et al. vs. Santa Fe 
et al. By division 3. Complaint dismissed. Rates, cast-iron 
case gas meters, carloads and in mixed carloads, with gas regu- 
ators, Erie and Wilkinsburg, Pa., to Texas destinations, not 
ynreasonable. 

Iron or Steel Pipe 

No. 22400, Cosden Pipe Line Co. vs. Rock Island-et al. By 
division 2. Rate, wrought iron or steel pipe, Memphis, Tenn., 
originally consigned to Tulsa, Okla., but diverted to Wewoka, 
Okla. inapplicable. Applicable rate, 76.5 cents, unreasonable to 
the extent it exceeded 66 cents. Reparation of $67.35 awarded. 
commissioner Brainerd, concurring, said that a rate in excess 
of 56.5 cents, in his opinion, was unreasonable. 


Nitrate of Soda 
No. 20902, Apache Powder Co. vs. Santa Fe et al. By divi- 
sion 2. Rates, nitrate of soda, carloads, San Pedro and Wil- 
mington, Calif., to Curtiss, Ariz., not unreasonable. Rate, same 
commodity, East San Pedro, Calif., to same destination, unrea- 
sonable prior to May 27, 1927, but not thereafter to the extent 
it exceeded 40 cents. Reparation awarded. 


Milk and Cream 


No. 19876, New England Milk Rate Committee et al. vs. 
p. & A. et al. By division 3. Complaint dismissed. Rates, 
milk, cream and other dairy products between points in New 
England found to be in conformity with the findings in Milk 
and Cream between New England Points, 126 I. C. C. 39. 


Lumber 


No. 17548, Home Lumber Co. vs. L. & N. et al., and No. 
17820, Traffic Bureau, Chamber of Commerce, Lynchburg, Va., 
vw. N. & W. et al. By division 4. Title complaint dismissed. 
Rate, 15 carloads lumber, Clanton, Ala., to Roanoke, Va., not 
unreasonable or Otherwise unlawful. Rate, two carloads, lum- 
ber, Fulton, Ala., to Rocky Mount, Va., unreasonable to the 
extent it exceeded 35 cents. Present rate not unreasonable or 
otherwise unlawful. Reparation of $20.98 awarded. 


Mop and Broom Handles 


No. 22664, Wizard, Inc., vs. C. & N. W. et al. By division 
2 Complaint dismissed. Rate applicable, carload of fir mop 
and broom handles, $2.66 a hundred, New Era, Ore., to Chicago, 
Ill, unreasonable to the extent it exceeded 80 cents, the rate 
charged, minimum 40,000 pounds. Carriers authorized to waive 
outstanding undercharge. 


CONTROL OF WHEELING 


Motions of the Wheeling & Lake Erie Railway Company 
asking the Commission to dismiss the applications of the Wabash 
(Finance No. 8231) and of the Pittsburgh & West Virginia 
(Finance No. 6486) for authority to acquire control of the 
Wheeling have been denied by the Commission. (See Traffic 
World, May 24, p. 1375.) 

In answer to the motion as to it the Wabash contended 
there was no reason why the Commission should not proceed 
to act on its application. The Pittsburgh & West Virginia said 
the Commission had to hold a hearing on its application to 
determine whether'or not the granting of it would be in the 
public interest. 

The Wheeling also asked that the application of the Nickel 
Plate (Finance No. 7560) to acquire control of the Wheeling 
be dismissed. The Nickel Plate, however, advised the Com- 
mission it wished to withdraw the application, so that it could 
fle a motion for amendment of the Commission’s consolidation 
Plan under which the Wheeling is grouped with the Wabash 
and thus comply with the Commission’s rule to the effect that 
when a consolidation or unification plan is presented that differs 
from the Commission’s plan it must be accompanied by a motion 
‘o amend the latter plan. In view of this request the Com- 
mission dismissed the Nickel Plate’s application in Finance No. 
1560 and also its application in Finance No. 7561, application 
for authority to issue stock in connection with the proposed 
acquisition of the Wheeling. 

: In motion in Finance No. 6486, application of the Pitts- 
sae & West Virginia for authority to acquire control of the 
eeling & Lake Erie, the Nickel Plate asked the Commission 
0 dismiss the application. It said the application should be dis- 
missed because of utter failure of the P. & W. V. to show any 
er or probable future ability to take advantage of any 
= hority that might be granted by the Commission or to obtain 
Pa control of the Wheeling on any terms. It also said the 
in W. Vz. had not met the requirements of the Commission’s 

€§ governing consolidation applications as to a statement 


PAGE 1499 





about intercorporate relationships and as to the manner in 
which it was proposed to acquire the stock. 

The Nickel Plate alleged that the Pennsylvania Raliroad 
Company, directly or indirectly, controlled the Wabash, Lehigh 
Valley, Norfolk & Western, the Detroit, Toledo & Ironton and 
the P. & W. V., and stated that those five roads had been 
put into system No. 7, Wabash-Seaboard, of the Commission’s 
consolidation plan. It alleged further that “it is common 
knowledge” that acquisition of control of the Wheeling by the 
P. & W. V. would be a step and perhaps an irrevocable step 
toward inclusion of the five roads named and the Wheeling into 
system No. 4, the Pennsylvania system, and that it was incon- 
—" that the Commission would permit such a step being 
aken. 

The Nickel Plate said it intended to file a motion with the 
Commission asking that the consolidation plan be changed as 
to the disposition of the Wheeling and other carriers and that 
until that motion had been disposed of it would be “a mere 
time consuming and useless undertaking, and would result in 
great needless expense, to consider any application looking 
toward acquisition of stock control of the Wheeling & Lake 
Erie Railway Company by any carrier.” In addition to asking 
that the P. & W. V. application be dismissed, the Nickel Plate 
asked that the hearing set for June 9 on the application be 
cancelled. 

The Commission, late June 4, announced denial of motions 
of the Nickel Plate asking dismissal of the applications of the 
Wabash and the Pittsburgh & West Virginia for authority to 
acquire control of the Wheeling & Lake Erie. 


COMMISSION ORDERS 


No. 23160 (Sub. 1), Metropolitan Utilities District of City 
of Omaha, Neb., vs. I. C. et al. Citizens’ Gas Co. of Indianapolis 
permitted to intervene. 

No. 23375, Central Alloy Steel Corporation et al. vs. A. C. 
& Y.et al. Tennessee Products Corporation permitted to inter- 
vene. 

No. 20262, Higginbotham-Bartlett Co., Inc., vs. A. T. & S. F. 
Ry. et al., and cases grouped therewith. The order which is 
by its terms effective June 30, upon notice to this Commission 
and to the general public by not less than 30 days’ filing and 
posting in manner prescribed in section 6 of the interstate 
commerce act, is modified so as to become effective on the 
said June 30, 1930, on five days’ notice instead of said 30 days’ 
notice. 

No. 16321, State Corporation Commission of Virginia vs. 
A. & R. et al. Commission’s order of February 11, 1930, in 
this proceeding, is vacated and set aside, except in so far as 
it relates to rates on cotton piece goods, hosiery, and knitting 
factory products; that as to rates on cotton piece goods, hosiery 
and knitting factory products said order shall remain in effect 
until further order of Commission; and the effective date of 
said order as amended has been further postponed until August 
4, 1930. 

No. 23256, Royal Route Coal Co. et al. vs. A. G. S. et al. 
Gulfport Chamber of Commerce permitted to intervene. 

No. 23307, Grovier-Starr Produce Co. et al. vs. A. & L. M. 
et al. Grant-Billingsley Fruit Co., Walnut Valley Fruit Co., 
Wellington Produce Co., Merchants Produce Co., Dotson Pro- 
duce, Bartlett Produce Co., and C. V. Collins Produce Co., per- 
mitted to intervene. 

No. 23173 (and Sub. 1), Ashland By-Products Coke Co. et al. 
vs. A. T. & S. F. Ry. et al. Citizens Gas Co. of Indianapolis and 
Milwaukee Coke & Gas Co. permitted to intervene. 


No. 22824, State of New Jersey vs. N. Y. C. et al., and No. 
23040, New Jersey Traffic Advisory Committee vs. N. Y. C. et 
al. American Electrical Works, Utica Chamber of Commerce, 
and A. P. Smith Manufacturing Co. permitted to intervene. 

No. 22824, State of New Jersey vs. N. Y. C. et al., and No. 
23040, New Jersey Traffic Advisory Committee vs. N.Y. C. et 
al. Swift & Co. and Port Chester Chamber of Commerce per- 
mitted to intervene. 

No. 23327, City of Boston and boston Port Authority vs. N. 
Y. C. et al. New York State Chamber of Commerce and New 
York Produce Exchange permitted to intervene. 

No. 22907, Illinois Silica Sand Traffic Bureau vs. A. C. & Y. 


et al. White Rock Silica Co. permitted to intervene. 

No. 23251, M. D. Friedman Co. vs. C. & O. et al. Jacob 
Brenner permitted to intervene. 

No. 23343, Buckeye Cotton Oil Co. vs. M. & O. et al. Ala- 


bama Mining Institute permitted to intervene. 

No. 23300, Northwest Paper Co. vs. B. S. L. & W. et al. A. 
T&S. F, G. C. & S. KF, and Panhandle & §S. F. permitted to 
intervene. 

No. 21077, New England Pulp & Paper Traffic Association 
et al. vs. B. & M. et al. New Hampshire Manufacturers’ Asso- 
ciation permitted to intervene. 
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No. 23316, Riverside Cement Co. vs. L. A. & S. L. Union 
Portland Cement Co. permitted to intervene. 

No. 23313, Traffic Association of South Atlantic Ports et 
al. vs. A. & R. et al., No. 23314, Corporation Commission of 
N. C. vs. A. & R. et al., No. 23240, Ohio Lake Cargo Coal Rate 
Committee et al. vs. B. & O. et al. and No. 23241, Western 
Pennsylvania Coal Traffic Bureau et al. vs. B. & O. et al. State 
Corporation Commission of Virginia permitted to intervene. 

No. 23341, Sub. 1, International Agricultural Corporation vs. 
B. & O. et al. Davison Chemical Co., Central Chemical Co., 
Oyler & Spangler Fertilizer Works, Inc., Shippensburg Fer- 
tilizer Works, Inc., Carlisle Fertilizer Works, Inc., Somerset 
County Fertilizer Works, Inc., Lancaster Bone Fertilizer Co., 
Baltimore Fertilizer Co., Miller Fertilizer Co., and Charlestown 
Fertilizer Co., permitted to intervene. 

No. 23126, rates on and classification of certain commodities 
from and to points in southern Peninsula of Florida. Proceed- 
ing on investigation is broadened to include the lawfulness of 
rates, ratings and minimum weights applicable to the interstate 
transportation in carloads, of baking powder or yeast powder; 
phosphate of lime; and acid, muriatic, as more fully described 
in items Nos. 66, 67 and 68 of sup. 8 to exceptions to Southern 
Classification No. 7, Agent Dulaney’s I. C. C. 32, from and to 
points described in the original order herein. 

Finance No. 7000, Miami Municipal R. R. Construction, 
Finance No. 7021, Seaboard-All Florida Ry., construction, and 
Finance No. 7022, Seaboard Air Line Ry. operation. The time 
fixed in said certificate and order, as extended, within which 
the Seaboard-All Florida Ry. shall commence and complete 
the construction of the extension therein authorized has been 
further extended to September 1, 1930, and December 1, 1930, 
respectively. 

Finance No. 5322, Louisville & Nashville construction and 
operation. Operation under trackage rights as herein author- 
ized shall be commenced on or before December 1, 1930, instead 
of June 30, 1930. 

No. 23313, Traffic Association of South Atlantic Ports et al. 
vs. A. & R. et al., and No. 23314, Corporation Commission of 
N. C. vs. A. & R. et al. The Chamber of Commerce of New- 
port News, Va., permitted to intervene. 

Finance No. 3500, New Orleans, Texas & Mexico. Bonds. 
Time within which the New Orleans, Texas & Mexico may is- 
sue not exceeding $13,500,000 of first-mortgage five per cent 
bonds to be exchanged par for par for like amount of its 5 per 
cent noncumulative income bonds has been extended to and 
including June 30, 1931. 


PETITIONS FOR REHEARING, ETC. 


No. 21464, Carroll Graham Bottle Co., Inc., vs. C. & N. W. 
et al. Complainant asks for rehearing therein, in so far as 
the unreasonableness of rate on twelve ounce glass beverage 
‘pottles, from Lapel, Ind., to Sheboygan, Wis., from the 27th 
day of June, 1927, to the 15th day of October, 1929, to extent 
that the 34% cent per cwt. charged and collected by defendants 
exceeded 3114 cents per cwt., the combination of intermediate 
rates in effect contemporaneously, during that period. 


No. 20821, Oklahoma Portland Cement Co. vs. A. T. & S. F. 
Ry. et al., and cases grouped therewith. Defendants ask for 
postponement of effective date of order and for reconsideration 
by entire Commission of decision of division 2 under date of 
April 22. 


No. 21069, Ohio Steel Foundry Co. vs. B. & O. et al. 
plainant asks for a rehearing therein. 


Finance No. 7625, application of Gulf & West Texas for 
authority to construct and operate a line of railway in Texas. 
The Gulf & West Texas asks for an extension of time from July 
1, 1930, to October 1, 1930, for initiation of construction, and a 
corresponding period of completion of road. 


I. & S. 3333, iron and steel articles from Chicago district 
to Milwaukee, Wis., and contiguous points. Respondents ask 
for reargument and reconsideration. 

No. 22149, Edward Eiler Lumber Co. vs. Garyville Northern 
et al. Defendant, Illinois Central, asks for reconsideration by 
full Commission. 

I. & S. 3248, coal from mines in Alabama, Georgia, Ken- 
tucky, Tennessee, and Virginia to destinations in southeastern 
and Carolina territories. Respondent and defendant carriers 
ask for modification. 

No. 21381 (and Sub. 1), Hill, Hubbell & Co. et al. vs. A. & 
S. et al. Defendants ask for reconsideration on record as made 
and modification of order. 

No. 22646, Nutrena Feed Mills, Inc., vs. M. P. and No. 
22525, Sub. 2, Southard Feed & Milling Co. vs. M. P. Missouri 
Pacific, defendant herein, asks for further hearing before final 
submission. 

No. 231380, Intrastate rates on bituminous coal between 
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points in Illinois. 
supplemental petition and plea to the jurisdiction, 

I. & S. 3130, Consolidated Southwestern Cases. 
western and western trunk lines, respondents herein, ag for 


Moline Consumers Co. ask for dismissa] of 


South- 


vacation of portions of order in I. & S. 3130 Pertaining { 
application of domestic rates to import, export and coastwise 
traffic. : 


SUSPENDED TARIFFS 


In I. and S. No. 3468, the Commission suspended from May 29 
until December 29, schedules on original page 45A anq first 
revised page 46 to Southern Pacific I. C. C. No. 4661. The Sus. 
pended schedules propose to establish rules and regulations for 
arriving at billing weights, scale weights, hoof weights and 
shrinkage allowances on live stock, carloads, moving between 
points in Arizona and New Mexico, also El Paso, Texas, on the 
Southern Pacific System. 

In I. and S. No. 3469, the Commission suspended from June 
1 until January 1 schedules in supplement No. 21 to Boyd’s | 
C. C. No. A-1952. The suspended schedules propose to reduce 
the import and domestic rates on blackstrap molasses, in tank 
cars, from New Orleans, La., and sub-ports, to destinations jp 
Oklahoma on the St. Louis-San Francisco Railway. The fo). 
lowing is illustrative, rates being in cents a 100 pounds: 


From New Orleans, La., to Oklahoma City, Okla., present 371. 
proposed 33%. 2) 


In I. and S. No. 3470, the Commission suspended from June 
1 until January 1 schedules in supplement Nos. 42 and 44 to 
Boyd’s tariff I. C. C. No. A-1897. The suspended schedules pro. 
pose to cancel the commodity rates on stoves, ranges and re. 
lated articles, any quantity, from Belleville and Phoenix, IIL, to 
points in Western Trunk Line territory, and to apply in liey 
thereof higher class rates. The following is representative: 


Stoves and ranges, in cents per 100 pounds, fifth class, carloads 
from Belleville, Ill., to Oshkosh, Wis., present 324%, proposed 35; Eau 
Claire, Wis., present 32%, proposed 4814; Green Bay, Wis., present 
32%, proposed 35; Menominee, Mich., present 39%, proposed 39%. 


In I. and S. No. 3471, the Commission suspended from June 
1 until January 1 schedules in supplements Nos. 11 and 14 to 
Jones’ I. C. C. No. 2253. The suspended schedules propose to 
restrict the application of class rates from central territory to 
eastern cities so as not to apply on eggs and poultry via the 
Illinois Central Railroad through the state of Kentucky, result- 
ing in the application of higher commodity or combination 


rates. The following is illustrative, rates being in cents a 100 
pounds: 
Eggs and poultry, carloads ‘from Paducah, Ky., to New York, 


N. Y., present 113%, proposed 138. 


In I. and S. No. 3472, the Commission suspended from June 
2 until January 2 schedules in tenth revised page 234 to Louis- 
ville & Nashville I. C. C. No. A-15239. The suspended schedules 
propose to establish the eastern boundary of the Louisville & 
Nashville Railroad Company’s switching district number 7 in 
Louisville, Ky., at Clifton Avenue, thus eliminating industries 
located east of Clifton Avenue from that district. 


FINANCE APPLICATIONS 


Finance No. 8277. Georgia, Ashburn, Sylvester & Camilla Rail- 
way Co. asks authority to issue and deliver to the Baldwin Locomotive 
Works $28,000 of equipment trust notes to cover unpaid balance on 
locomotive. : 

Finance No. 8278. Chicago, Indianapolis & Louisville Railway 
Co. asks authority to issue and sell $1,000,000 of first and general 
mortgage 5 per cent gold bonds to Potter & Co., and Harris, Forbes 
& Co., of New York, at 101%, and accrued interest. 

Finance No. 8279. Chicora & Northwestern Railway asks au- 
thority to abandon its line in Wayne county, Miss., running from 
Chicora to Clara, 8.9 miles. P 

Finance No. 8280. Great Northern Railway asks authority to 
abandon its line between Molson and Oroville, Wash., 23.49 miles. 

Finance No. 8282. Erie Railroad Co. asks authority to issue and 
sell at competitive bidding $6,690,000 of 41%4 per cent equipment trust 
certificates, in connection with acquisition of new rolling stock vu an 
estimated cost of $8,425,297. ; 

Finance No. 7376. Supplemental application of Toledo Terminal 
Railroad Co. for authority to deliver $50,000 of first mortgage 4% 
per cent gold bonds at 96 per cent of par in part payment to Amer- 
— Bridge Company for construction of a bridge across the Maumee 

ver. = 

Finance No. 8284. Norfolk & Western Railway Co. asks authority 
to abandon 3.74 miles of branch line or spur track extending from 
Creek Junction to Konnarock, Va. f 

Finance No. 8286. Joint petition of Bell Telephone Company 4 
Pennsylvania and Cumberland Valley Telephone Company of Pennsy 
vania for approval of acquisition by former of certain property 0 
latter and of acquisition by latter of certain property of former. k 

Finance No. 8287. Pittsburgh & Lake Erie Railroad Co. -_ 
authority to construct a branch or spur from Monaca, Pa., to 4 point 
— —— Pa., about 3% miles, to serve the St. Josep 

ea oO. 

Finance No. 8288. Joint petition of New York Telephone Co. and 
Greenville Telephone Association for approval of acquisition by former 
of property of latter. 





jun 
— 

































Sal of 


South. 
sk for 
Ng to 
st Wise 


lay 29 
| first 
© Sus. 
18 for 
} and 
[Ween 
N the 


June 
d’s I. 
sduce 
tank 
ns in 
» fol- 


lieu 
ive: 
ads, 


Eau 
sent 


lune 
t to 
> to 
y to 
the 
sult- 
tion 
100 


une 
ilis- 
les 


ies 


il- 
ive 
on 
ay 
ral 
eS 


ea ee 


The Traffic World 


PAGE 1501 





Proposed Reports in I. C. C. Cases 





AGRICULTURAL IMPLEMENT RATES 


A revision of the rates on agricultural implements from 
galva, Ill., to all points in lowa except west-bank Mississippi 
River points included in Illinois freight association territory, 
has been recommended by Examiner Riley A. Gwynn, in No. 
99614, Hayes Pump & Planters Co., Inc., vs. Santa Fe et al. In 
jddition he said the Commission should find unduly prejudicial 
i) Galva the relationship of the rates on agricultural imple- 
ments from Galva to the points in Iowa before described, on 
the one hand, and the interstate rates on those commodities 
from Davenport, Ia., and Moline, East Moline, and Rock Island, 
jj], to the same destinations, on the other hand. He said the 
rates should be found unduly preferential of Davenport, Moline, 
fast Moline and Rock Island, to which he gave the popular 
name of Tri-Cities. The examiner said that the intrastate rates 
on agricultural implements from Davenport to other destina- 
tions in Iowa involved in the case should be found not unduly 
preferential of state commerce and not unduly prejudicial to 
interstate commerce from Galva to the same destinations. 

As to the unreasonableness before mentioned, the exam- 
iner said the Commission find that the rates assailed were and 
for the future would be unreasonable to the extent that they 
exceeded or might exceed 35 per cent of the contemporaneous 
frst class rate from and to the same points; and that the rela- 
tionship of the rates from Galva to the points in Iowa under 
consideration, on the one hand, and the interstate rates on 
agricultural implements from the Tri-Cities to the same destina- 
tions, on the other hand, was, and for the future would be 
unduly prejudicial to Galva and to the complainant and unduly 
preferential of the Tri-Cities, to the extent that the rates from 
Galva bore, or might bear, a higher percentage of relationship 
to the first class rates contemporaneously applying from and 
to the same points than did the rates from the Tri-Cities to the 
same destinations. Gwynn also recommended reparation. The 
examiner said that the record in this case should be considered 
in connection with No. 17000, part 2, western trunk line class 
rates. 


SCRAP STEEL BASIS 


In a proposed report on further hearing in No. 20583, Con- 
tinental Steel Corporation vs. A. C. & Y. et al., and I. and S. 
No. 38362, serap iron and steel from central freight association 
territory to Kokomo and other Indiana points, Examiner F. A. 
Clifford has proposed 70 per cent of the basic scale of rates 
on iron and steel prescribed in Iron and Steel Articles, 155 
IC. C. 517, as the basis for the making of rates on scrap iron 
and steel from points in central and western trunk-line ter- 
titories to Kokomo, Ind. In the original report, 155 I. C. C. 
321, division 2 prescribed 80 per cent of the contemporaneous 
sixth class rates. The record was found to be too incomplete 
to warrant prescribing a rate relationship between Kokomo and 
certain named competitive points in Illinois, particularly the 
Chicago district. Defendants, however, were admonished, in 
effect, said Clifford, to use the basis prescribed to Kokomo as a 
guide in readjusting the rates to the Illinois destinations 
wherever undue prejudice was found to exist. 

The case was reopened upon petition of the complainant. 
In the meantime schedules were filed by the railroads in pur- 
ported compliance with the order which contained increases 
and reductions in the rates to Kokomo as well as to a number 
of intermediate Indiana points. Upon protest of the com- 
Dlainant they were suspended in I. and S. 3362 set for joint 
hearing with a further hearing in the title case. 

Clifford said that upon further hearing the Commission 
should find that the rates assailed from points in central ter- 
titory (including the Illinois district) and the factors east of 
Chicago and the Mississippi River in the rates from western 
trunk-line territory to Kokomo, were and for the future would 
be unreasonable to the extent they exceeded or might exceed 
rates a long ton made on the basis of 70 per cent of the basic 
scale hereinbefore mentioned. He said the Commission should 
further find that the suspended schedules in I. and S. 3362 had 
hot been justified, and require their cancellation, without preju- 
dice, however, to the filing of new ones in conformity with the 
Proposed finding. He said that when, generally speaking, a 
Commodity such as scrap iron and steel might be shipped from 
nearly anywhere to nearly everywhere a distance scale seemed 
peculiarly appropriate to assure equality of opportunity for all 
producers, prospective as well as present, and like opportunity 


for all consumers. He said it seemed apparent that if there 
should be this equality of opportunity substantially the same 
basis should be applied throughout the entire territory. Owing 
to the limitations of this record, he said, the findings had of 
necessity to be restricted to the origin destination territory in- 
volved. But, he said, it should not be difficult for the railroads 
to readjust their rates on this traffic between other points in 
a territory in line with these findings and that this should 
e done. 


MISSOURI RATE STRUCTURE 


As a climax for 26 years of class and commodity rate 
making in Missouri by state and federal authorities, Examiners 
Mullen and Bardwell, in No. 21772, interstate rates between 
points in Missouri, and the cases joined with it, have recom- 
mended the elimination of some of the other patches in the 
Joseph’s coat and the substitution of patches of more nearly the 
same, if not exactly the same, color scheme. They have recom- 
mended the division of the state into two large sections and a 
further sub-division of the southern or larger section into two 
groups. The two large sections are to be known as A and B. 
The two parts of B territory are to be known as B-1 and B-2. 

So as to bring into the record all the cases and facts bear- 
ing upon the question as to what rates there should be in 
Missouri the Commission reopened a number of cases to make 
them a part of this one. The cases joined are: No. 13535, 
Corporation Commission of Oklahoma vs. A. & R. et al., the 
foundation upon which the Commission made its decision in 
the Consolidated Southwestern Cases; No. 9702, Memphis 
Southwestern Investigation, which was a predecessor of the 
Consolidated Southwestern Cases; No. 11483, Cairo Association 
of Commerce vs. Butler County R. R. Co. et al.; No. 20807, 
Chamber of Commerce of East St. Louis vs. Santa Fe et al.; 
No. 21215, Chamber of Commerce of East St. Louis vs. Santa 
Fe et al.; No. 21206, Sub-No. 1, Wichita Chamber of Commerce 
vs. Santa Fe et al.; No. 21206, Sub. No. 2, W. O. Anderson Com- 
mission Co. et al. vs. A. W. et al.; No. 21206, Sub. No. 3, Salina 
Chamber of Commerce vs. Same et al.; No. 21206, Sub. No. 4, 
South East Kansas, Inc., vs. Alabama, Tennessee & Northern 
et al.; Missouri Service Commission, No. 6128, suspension and 
investigation of intrastate class and commodity rates, charges, 
regulations and practices, and No. 6202, investigation of intra- 
state class and commodity rates in Missouri. 

This investigation, contrary to investigations into intrastate 
rates generally, was instituted upon the petition, filed October 
29, 1928, by the Missouri Public Service Commission, to deter- 
mine what would be reasonable class and commodity rates be- 
tween all points in Missouri for application on interstate traffic, 
except on certain commodities reserved by Missouri. The cases 
were heard jointly with the Public Service Commission of 
Missouri. 

According to the examiners the matters with which they 
dealt were exceedingly complex owing to the multiplicity of 
scales and bases applied or sought to be applied. They said 
that as a result of the decisions of the actions of the state 
legislature and the state commission, there were several dif- 
ferent scales of rates in effect in southern Missouri alone. In 
addition to those scales, they said, there were specific scales 
lower than the rates of maximum scales applicable from the 
various jobbing points in the state. In some instances, they 
said, the specific rates were blanketed over a considerable 
territory. That, they said, was especially true in respect to 
the rates from Springfield to various points in southwestern 
Missouri. The rate adjustments were the result to a large 
extent of the competition between jobbers within the state and 
jobbers just outside, such as those at East St. Louis and Cairo, 
Ill., and Memphis, Tenn. In addition to dealing with the subject 
generally, the examiners were required by the allegations of 
the complaints joined with the general proceeding to make 
specific proposals as to various commodities. The findings 
recommended by them follow: 


1. The commission should find that southern Missouri, defined 
herein as Missouri B territory, should be divided into two sections, 
for rate making purposes, as follows: 

(a) All points on and north of the line of the Missouri Pacific 
from Bird’s Point on the Mississippi River_through Dexter and 
Poplar Bluff to Williamsville; thence via the Frisco through Willow 
Spring, Springfield, Aurora and Monett to Neosho; thence via_the 
Kansas City Southern to Joplin; thence via the Frisco to the Mis- 
souri-Kansas State line. 

(b) All points south of the line described in (a). 
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2. The commission should find that the reasonable level of first- 
class rates for application on interstate traffic between points in 
Missouri A territory, as defined herein, is, and for the future will be, 
the scale of rates set forth in Appendix No. 3 hereof. (Hereinafter 
described.) The commission should further find that the reasonable 
level of rates for application on interstate traffic between points in 
Missouri A territory and Missouri B territory is, and for the future 
will be, the level constructed by applying for the total distance the 
scale in Appendix 3 plus the differentials shown in said appendix 
applied as therein stated. ‘These findings are, however, subject to 
such changes as may be made necessary by the decision of the com- 
mission in the Western Trunk-Line Class Rates case, now pending. 

3. The commission should further find that the reasonable level 
of first-class rates for application on interstate traffic between points 
in southern Missouri on and north of the line described in finding 1 
(a) is, and for the future will be, the distance scale of first-class 
rates (column 100) entitled ‘‘Kansas-Missouri Scale,’ set forth in 
Consolidated Southwestern cases; and that the reasonable level of 
first-class rates for application on interstate traffic between points 
within southern Missouri south of the line described in finding 1 (a) 
and between said points, on the one hand, and points in southern 
Missouri on and north of said line, on the other hand, is, and for 
the future will be, the distance scale of first-class rates (column 100) 
entitled “Southwestern Scale,’”’ set forth in Consolidated Southwestern 
cases. 

4. The commission should further find, except as otherwise pro- 
vided in this report, that the reasonable basis for commodity rates 
on articles included in this proceeding for application on interstate 
traffic between points in Missouri A territory, between pont in Mis- 
souri B territory and between points in A territory, on the one hand, 
and points in B territory, on the other, is and for the future will be, 
rates constructed by applying to the first-class rates recommended 
herein between the same points the same percentages prescribed or 
approved for such commodities in the Consolidated Southwestern 
cases. 

5. The commission should affirm the findings made in No. 13535, 
reopened for further hearing, in so far as such findings relate to 
the rates between Oklahoma and southern Missouri as herein defined. 

. The commission should further find that defendants’ intrastate 
class rates and commodity rates on articles included herein applicable 
within that portion (not included in finding 4) of southern Missouri 
south of the line described in finding 1 (a) and between said portion 
of southern Missouri and the portion of southern Missouri on and 
north of said line, to the extent they are lower, distance considered, 
than the rates on said traffic moving between Oklahoma on the one 
hand and the said portions of southern Missouri on the other con- 
structed by taking as maximum reasonable first-class rates the dis- 
tance scale of first-class (column 100) rates entitled ‘‘Southwestern 
Seale,’ as set forth in Consolidated Southwestern cases, and for 
commodity rates, except as otherwise provided in this report, the 
same percentages as therein prescribed or approved, result and will 
result in undue preference of shippers and receivers of freight in 
intrastate commerce within said portion of southern Missouri, and in 
undue prejudice to shippers and receivers of freight in interstate 
commerce between Oklahoma and said portions of southern Missouri, 
and in unjust discrimination against interstate commerce. 


7. The commission should further find that dependants’ intrastate 
class rates and commodity rates on articles included herein applicable 
within the portion (not included under finding 4) of southern Mis- 
souri on and north of the line, described in finding 1 (a), to the extent 
they are lower, distance considered, by amounts greater than those 
which would result from the application of rates constructed by taking 
as maximum reasonable first-class rates the distance scale of first- 
class (column 100) rates entitled ‘‘Kansas-Missouri Scale” as set forth 
in Consolidated Southwestern cases, and for commodity rates, except 
as otherwise provided in this report, the same percentages as therein 
prescribed or approved, results and will result in undue preference of 
shippers of freight in intrastate commerce within said portion of 
southern Missouri and in undue prejudice to shippers and receivers 
of freight in interstate commerce between Oklahoma and said portion 
of southern Missouri and in unjust discrimination against interstate 
commerce. 


8. The commission should further find in No. 9702, Memphis 
Southwestern Investigation, as reopened, that between Memphis, 
Tenn., and points in southern Missouri on and south of the Frisco 
from Cape Girardeau, Mo., through Mingo, Mo., to and including 
Springfield, Mo., herein referred to as southeastern Missouri, the maxi- 
mum reasonable first class (column 100) rates are and for the future 
will be, rates determined by the distance “Southwestern Scale’ as 
set forth in Consolidated Southwestern cases applied as provided 
therein in finding number 22 with respect to rates between Memphis 
and points in Kansas-Missouri territory. 

9. The commission should further find in said docket No. 9702 
with respect to commodity rates on articles included therein that 
between Memphis and points in said southeastern Missouri, maximum 
reasonable rates on such of said articles as are treated in the South- 
western Cases are and for the future will be, rates determined by 
applying the same level or basis as is prescribed or approved in 
that proceeding for application within the Southwest. With respect to 
articles included in docket 9702 but not treated in the Southwestern 
cases, no finding should be made. 

. The commission should further find in said docket 9702 that 
in view of the differences in the levels of rates that will result from 
the findings herein, as between Memphis, on the one hand, and St. 
Louis*on the other, and points in southeastern Missouri, the finding in 
that case of undue preference of St. Louis and its shippers and undue 
prejudice to Memphis and its shippers should be amended so as to 
find that said prejudice and preference are undue only to the extent 
that the said rates from St. Louis are iess than those from Memphis, 
for similar distances, by amounts greater than would result from 
the application of the maximum reasonable levels recommended 
herein between St. Louis on the one hand, and Memphis, on the 
other hand, and said southeastern Missouri. 

11. The commission should further find in No. 11483, the Cairo 
case, as reopened, that between Cairo, Ill., and points in southeastern 
Missouri, on and north of the line described in finding 1(a) the 
maximum reasonable first-class (column 100) rates are and for the 
future will be rates determined by the distance ‘‘Kansas-Missouri 
Scale’ as set forth in Consolidated Southwestern cases, applied as 
provided under finding number 23, Note 5 with respect to rates between 
Cairo and points in Kansas-Missouri territory; and that between 
Cairo and points in southeastern Missouri south of the line described 
in finding 1 (a) the maximum reasonable first-class (column 100) 
rates are and for the future will be rates determined by the distance 
“Southwestern Scale”’ as set forth in Consolidated Southwestern Cases, 
applied as provided in finding number 23, note 5 with respect to rates 
between Cairo and points in the Southwest. 

12. The commission should further find that the maximum rea- 
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13. The commission should further find that maximum 
able class rates applicable on interstate traffic to and from reason- 
the Missouri Southern Railroad will be those made by addins aS," 
first class rates prescribed herein which otherwise would be an, hs the 
to and from said points, a flat arbitrary of 10 cents applied > cable 
vided for in connection with arbitraries or allowances accorded: Pro- 
short lines in the supplemental report in Consolidated Southw Other 
cases, supra. Rates on other classes and on commodities to be quem 
mined as provided in that case. deter. 

The commission should further find that in applying the q 
tance rates herein recommended distances shall be coulens dis- 
accordance with finding No. 15 in the Consolidated Southwesre” 
cases. Stern 


The scale shown in Appendix 3 begins with 39 cents 
hundred pounds for 5 miles and under for application without 
modification in A territory. For application in B.-1 territory 
an arbitrary of 1 cent is added and for application pB-2 territory 
3 cents are added; at 50 miles the scale becomes 50 cents with 
4 cents added as arbitraries in the sections of B territory: at 
75 miles the rate of 59 cents with 6 cents added in B-1 and 5 
cents in B-2 territories; at 100 miles the rate is 66 cents with 
7 cents added in B-1 territory and 6 cents in B-2 territory. The 
progression is in 5 mile blocks up to 100 miles. Thereafter 
the progression is 10 mile blocks up to 240 miles; then in 9 
mile blocks up to 600 miles. 

At 200 miles the rate is 91 cents with 10 cents added in B-l 
and 8 cents in B-2 territory; at 300 miles the rate is 109 cents 
with 15 cents added in B-1 and 9 cents in B-2 territory; at 40) 
miles the rate is 127 cents with 19 cents added in B-1 ang 1] 
cents in B-2 territory; at 500 miles the rate is 142 cents with 
20 cents added in B-1 and 12 cents in B-2 territory, and ends 
with a rate of 157 cents at 600 miles with 21 cents added in 
B-1 territory and 14 cents in B-2 territory. 

In computing the differentials to be applied the examiners 
say the method shall be as follows: For hauls between points 
in A territory and B-1 territory applied to the through distance 
the scale for A territory plus the differentials in the column 
showing B-1 differentials for the distance in B-1 territory; for 
hauls between A territory and B-2 territory apply to the through 
distance the scale for A territory plus the B-1 differential for 
the aggregate distance in B-1 territory and B-2 territory plus 
the B-2 differential for the distance in B-2 territory. 

After disposing of the general question which was as to 
the measuring stick to be used in the making of rates throughout 
the state generally, the examiners dealt with the individual com- 
modities and rate relationships brought to the attenion of the 
Commission in the various cases joined with the main pro- 
ceeding. They said no sufficient justification had been offered 
for the cancellation of the rates applying to agricultural im- 
plements and boots and shoes. As to butter, eggs and dressed 
poultry they said that there was now pending No. 16750, 
National Poultry, Butter & Egg Association vs. A. & R., and 
that in view thereof no finding was recommended herein. As 
to canned goods, the examiners said the Commission should 
find that the column 35 rates in the Consolidated Southwestern 
scale for the future would be just and reasonable for applica- 
tion to the goods listed in description No. 9 of Table 4 of the 
seventh supplemental report in the southwestern cases and that 
the class basis would be reasonable for application on other 
canned goods. 

In respect of tight cooperage the examiners said the present 
interstate rates had not been shown to have been unreasonable 
or otherwise unlawful. As to apples, grapes, peaches, berries 
and melons, the examiners said there was no showing that the 
present rates were either unreasonable or otherwise unlawful. 
They said no finding should be made as to furniture rates 
because that was pending in No. 17000, part 5, Hoch-Smith 
furniture. Glycerine rates, they said, should be left for future 
adjustment by agreement between shippers and carriers as to 
interstate traffic and as to state traffic for handling by the 
Missouri commission. rer 

As to iron and steel articles the examiners said that in iron 
and steel articles, 155 I. C. C. 517, rates generally lower than 
fifth class were prescribed for application in central and eastern 
trunk line territories. They added that the basis prescribed 
in the southwestern cases, namely, 32.5 per cent of the first 
class rates, would be just and reasonable for application on iron 
and steel articles set forth in commodity description No. 24, 
Appendix 10, to the original report in the southwestern cases. 

In this proceeding the examiners said the railroads were 
not seeking a change in the rates on paper and paper articles. 
Their position, the examiners said, was that where such articles 
moved on class rates they should continue to move on the class 
rates recommended herein. Messrs. Bardwell and Mullen said 
that that position was not an unreasonable one and that the 
practice should be continued until it was shown on a Com 
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renensive record that such a basis was unreasonable or other- 
ae unlawful. 

The examiners recommended that for the future reasonable 
e rates on scrap iron and steel between points in 
yissouri would be the rates equal to the 17.5 per cent of the 
frst class rates herein proposed. No finding was recommended 
as to non-ferrous scrap metals, because the question as to rates 
on such metals was now before the Commission in No. 17000, 
part 12, Hoch-Smith non-ferrous metals. 

As to vinegar the examiners said that for the future the 
interstate rates between points in Missouri should be the same 
ercentages of the first class rates as those prescribed in the 
Consolidated Southwestern Cases. 

A section of the report was devoted to less-than-carload 
commodity rates and classification exceptions applying on 
yarious commodities. The examiners said that the present ex- 
ceptions should be continued on bakery goods subject to the 
rates herein proposed. They said that they would make no 
recommendation on cotton bags, but that when the western 
trunk-line revision was made such changes in the classification 
basis and exceptions as were made therein should also be made 
applicable to the whole of Missouri on the basis of the rates 


herein proposed. 

No finding was made in respect to empty carriers returned 
less-than-carload, the question as to rates on carriers being 
before the Commission in I. and S. Nos. 3130 and 3228, pro- 
ceedings growing out of or closely related to the Consolidated 
Southwestern Cases. The examiners said that the record 
warranted no change in the present basis on clothing. They 
said the evidence offered was not sufficient to justify a transla- 
tion of the rates on lime. They said that no findings should be 
made as to the reasonableness of the interstate rates between 
points in Missouri on less-than-carloads of petroleum products 
pending a general readjustment of such rates throughout 
western trunk-line and southwestern territory. 

In disposing of a question of the relationship between East 
St. Louis and St. Louis, the examiners said the Commission 
should find that the maintenance of the present rates between 
St. Louis and points in Missouri was and for the future would 
be unduly preferential of St. Louis and unduly prejudicial to 
East St. Louis to the extent the rates from and to the latter 
point exceeded those from and to the former by more than the 
differences in the respective fourth class rates, on less-than- 
carload quantities of petroleum and its products. That finding 
was recommended in Nos. 2807 and 21215. Still dealing with 
the relationship of rates as between East St. Louis and St. 
Louis; the examiners said that the Commission should find that 
the maintenance of the rates on flour, feed, etc., in straight or 
mixed lots of 10,000 pounds between St. Louis and points in 
Missouri was and for the future would be unduly preferential 
of St. Louis and unduly prejudicial to East St. Louis to the 
extent the rates from East St. Louis exceeded those from St. 
Louis to the same points in Missouri within 150 miles of the 
latter point by more than the difference between the fourth 
class rates. 


interstat 


COAL ADJUSTMENT 


Examiner Harris Fleming, in No. 21578, Jonesboro Freight 
Bureau et al. vs. L. & N. et al., has recommended that the 
Commission find unreasonable the rates on bituminous coal from 
mines in southern Illinois and western Kentucky to destinations 
in southeastern Missouri and northeastern Arkansas, prescribe 
hew ones and award reparation. Fleming said that the Com- 
mission should find that the rates assailed from mines in the 
various southern Illinois groups, except those applicable through 
East St. Louis, were and for the future would be unreasonable 
to the extent they exceeded or might exceed amounts in short 
tons to the destinations set forth herein: 


Oran and Commerce, Mo., $1.44; Sikeston and Canalou, Mo., $1.63; 
Lilbourn, Malden, Marston, Portageville, Clarkston and LaForge, Mo., 
$1.93; Wyatt, Holcomb, Hayti, Caruthersville and Wardell, Mo., $1.99; 
Kennett, Steele, Holland and White Oak, Mo., and St. Francis, Ark., 
$2.05; New Madrid, Octa and Senath, Mo., and Greenway and Piggott, 
Ark., $2.11; Rector and Marmaduke, Ark., $2.23; Corning, Success, 
Paragould, Pocahontas, Shannon, Reyno and Walnut Ridge, Ark., 
$2.26; Jonesboro, Blytheville, Bay, Dell, Ford, Monette and Davis, 
Ark., and Hornersville and Cardwell, Mo., $2.33. 


Fleming said the record did not warrant a finding that in 
the past the rates from western Kentucky mines on the L. & N. 
to destinations to which rates lower than $2.33 were hereinbefore 
recommended were unreasonable, but subject to this exception, 
he Said the rates assailed from mines in western Kentucky ap- 
Dlicable over the Illinois Central and its connections and over 
the L. & N. and its connections, were and for the future would 
be unreasonable to the extent they exceeded or might exceed 
the rates before set forth plus 25 cents a ton. He said that car- 
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riers operating circuitous routes should be allowed to apply for 
such fourth section relief as the circumstances might warrant. 


GROUND LIMESTONE SCALE 

; A revision of the rates on ground limestone in accordance 
with a scale has been proposed by Examiner C. W. Griffin, in 
No. 22771, Falling Spring Lime Co., Inc., vs. C. & O. et al., 
and a sub-number, Same vs. Pennsylvania et al., from Barber, 
Va., to points in southern and official territories based on a 
finding of unreasonableness for the future. Griffin recommended 
a scale beginning with a rate of 65 cents a net ton for a single 
line haul of 20 miles and 75 cents for a joint line haul. His 
scale progresses in 10-mile blocks by adding 10 cents for each 
block in the single line scale until it reaches 125 cents for 90 
miles. The scale for joint line hauls progresses by the addition 
of 10 cents for each 10-mile block up to 125 cents for a 70-mile 
haul. Then the progression in the joint line scale is 5 cents 
for each of the two blocks up to 90 miles, the joint line rate 
for that distance being 130 cents. 

For hauls of 100 miles and greater the scale is the same 
for both single and joint line hauls. It begins at that distance 
with a rate of 130 cents, becomes 160 cents for 200 miles, 185 
cents for 300 miles, 210 cents for 400 miles, 235 cents for 500 
miles, 260 cents for 600 miles, 285 cents for 700 miles, 310 
— for 800 miles, and ends with a rate of 320 cents for 840 
miles. 

The examiner said that in computing distances for the 
application of the scales proposed by him, the shortest routes 
over which carload traffic could be moved without transfer of 
lading should be used. 


PROPOSED REPORTS 


Gasoline 


No. 23073, Lane Oil Co. vs. Santa Fe. By Examiner Jesse 
C. Harraman. Dismissal proposed. Rates, gasoline, Tonkawa 
and Ponca City, Okla., to Joplin, Mo., not unreasonable or other- 
wise unlawful. 

Bulk Cabbage 

No. 22706, Carter Grocery Co. vs. Beaumont, Sour Lake & 
Western et al. By Examiner Carl A. Schlager. Rate, bulk cab- 
bage, Heywood, Longoria, Combes and Donna, Tex., to Sheffield, 
Ala., unreasonable to the extent it exceeded $1.06. Reparation 
of $52.27 proposed. 


Prepared Roofing Reparation 


No. 17358, Higginbotham-Bartlett Co., Inc., et al. vs. A. & 
S. et al., and three sub-numbers thereunder, Burton Lumber 
Co. et al. vs. Same; Galbraith-Foxworth Lumber Co. et al. vs. 
Santa Fe et al.; Moore & Racholt Lumber Co. et al. vs. Same; 
No. 17208, Oklahoma Sash & Door Co. et al. vs. Same, and 
No. 17123, Benson Brothers Lumber Co. et al vs. Same. By 
Examiner W. T. Croft on further hearing to determine the 
basis of reparation on prepared roofing from Kansas City and 
St. Louis, Mo., Chicago, Ill., Cincinnati, O., Port Huron, Mich, 
New Orleans, La., and points grouped therewith to destinations 
in Kansas, Oklahoma and Texas, based on a finding of unrea- 
sonableness in 156 I. C. C. 390. Complainants in each case 
entitled to reparation only on shipments moving within two 
years prior to filing of complaint in the case to which they 
were parties and where parties, complainants or defendants 
had been added by the filing of amended or supplemental com- 
plaints or petitions to intervene, reparation for or against such 
parties can be had only on shipments moving within two years 
prior to such filing. Reparation proposed. Rule V statements 
proposed. 

Uncompressed Cotton Linters 

No. 22462, B. Litowich & Co. vs. B. & O. et al. By Examiner 
Carl A. Schlager. ‘Rate, uncompressed cotton linters, Shreveport, 
La., to Indianapolis, Ind., applicable, but minimum weights. used 
in computing charges inapplicable in part. Applicable minimum 
was 32,400 pounds on one and 40,000 pounds on the other car, 
St. Louis to destination. Shipments undercharged $97.70. Ap- 
plicable rate was, is and will be unreasonable to the extent it 
exceeded, exceeds Or may exceed 95.5 cents, minimum 20,000 
pounds, subject to rule 34. Examiner said the defendants should 
be authorized to waive collection of outstanding undercharges 
to the extent the applicable charges exceeeded those that would 
accrue at the rate and minimum herein suggested. 


Newsprint Paper 


No. 22844, Press Union Publishing Co. vs. D. & H. et al. 
By Examiner John Davey. Dismissal proposed. Rate, news- 
print paper, Glens Falls N. Y., to Atlantic City, N. J., not un- 
reasonable. 
Peaches 


No. 22949, Amicon Fruit Co. vs. Central of Georgia et al. 
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By Examinr L. J. P. Fichthorn. Rate, peaches, Rundell, Ga., 
to Bluefield, W. Va., unreasonable to the extent it exceeded 
$1.04. Reparation of $132 proposed. 


Pine Piling 


No. 22902, Wheeler Lumber Bridge & Supply Co. vs. A. G. S. 
et al. By Examiner Lawrence B. Dunn. Dismissal proposed. 
Rate, pine piling, Yarbor, Ala., to Avard, Okla., with transit at 
Grenada, Miss., and reconsigned to Lovedale, Okla., applicable. 
Claim for reparation due to alleged misrouting barred by the 
statute of limitations. 


Bituminous Coal 


No. 22953, Southern Coal Co. vs. Illinois Central et al. By 
Examiner George M. Curtis. Dismissal proposed. Rates, bitumi- 
nous coal, mines on the Southern Railway and Northern Ala- 
bama Railway to Blytheville, Ark., not unreasonable. 


Weights on Onions 


No. 20948, Abe Rosenblum Corporation et al. vs. A. G. S. et 
al. By Examiner William! \A. .Disque. Dismissal :proposed. 
Rates and minimum weights, onions, points in Texas to des- 
tinations in all other states east of the Rocky Mountains, not 
unreasonable. This report also embraces two sub-numbers, 
Same vs. Same, and Same vs. Asherton & Gulf et al. 


FLORIDA ABANDONMENT 


Examiner M. S. Jameson, in Finance No. 8091, Florida, Cen- 
tral & Gulf Railway proposed abandonment, has recommended 
that the application of carrier mentioned for authority to aban- 
don its line in Levy, Marion and Citrus counties, Florida, and 
operation under trackage rights, be granted in part, and denied 
in part, without prejudice. The application was for permission 
to abandon the entire line extending from Inglis to Rockwell 
Junction, and then to Hernando, the whole comprising about 
29.54 miles. There is also a connection between Rockwell 
Junction and the Atlantic Coast Line near Dunnellon involved 
in the abandonment, together with 8.29 miles of industrial tracks 
and 5.98 miles of yard tracks and sidings. Objections were made 
by owners of timber lands in Levy county and shippers at Inglis. 

Authority was sought to abandon operation under trackage 
rights over a connecting line of the Seaboard Air Line between 
a point south of Dunnellon and a point on the applicant’s line 
known as Standard & Hernando Junction, a distance of 4.33 
miles. 

The examiner said the Commission should find that the 
public convenience and necessity permitted the abandonment 
of the applicant’s line and operation as described east and south 
of the connections with the Seaboard at Dunnellon. The exam- 
iner said an order should be entered denying that part of the 
application west of the connection with the Seaboard, without 
prejudice to an application for authority to abandon the reserved 
portion after the expiration of one year from the date of the 
order. 


UNCONTESTED FINANCE CASES 


Supplemental report and order in F. D. No. 7376, Toledo Terminal 
Railroad Company Bonds, modifying order of February 5, 1929, 150 
I. C. C. 382, to permit the sale of $50,000 of first-mortgage 4% per 
cent gold bonds to the American Bridge Company at 96 per cent of 
par, in part payment of balance due on bridge construction contract, 
approved. 

Fourth supplemental report and order in F. D. No. 2853, author- 
izing the Great Northern Railway Company to issue $10,000,000 of 
general-mortgage 41%4 per cent gold bonds, series E, said bonds to be 
drawn down in lieu of a like amount of 4% per cent bonds, series 
D, heretofore authorized, and to be sold at not less than 95 per cent 
of par and accrued interest and the proceeds used to place in the 
= treasury sufficient funds for necessary expenditures, ap- 
proved. 

Report and certificate in F. D. No. 8188, authorizing the Penn- 
sylvania Railroad Company to operate under trackage rights over 
the line of the Cleveland, Cincinnati, Chicago & St. Louis Railway 
Company between Vance (Muncie) and Gridley, .aabout 2 miles east 
of Anderson, all in Delaware and Madison counties, Ind., approved. 

Report and certificate in F. D. No. 7064, (1) authorizing the 
Georgia, Southwestern & Gulf Railroad Company to acquire and op- 
erate a line of railroad in Crisp county, Ga.; and (2) dismissing re- 
quest for permission to retain excess earnings, approved. 

Report and order in F. D. No. 8181, authorizing the Chicago, 
Rock Island & Pacific Ry. Co. to assume obligation and liability in 
respect of $14,040,000 of equipment-trust certificates, issue of 1930, 
series Q, to be issued by the Chase National Bank of the city of 
New York, as trustee, under an agreement to be dated June 1, 1930, 
and to be sold at not less than 98.85 per cent of par and accrued 
dividends in connection with the procurement of certain equipment, 
approved. 

Report and order in F. D. No. 8212, authorizing the acquisition 
by the Elmira & Lake Ontario Railroad Company of control of the 
Marion Railway Corporation, by purchase of capital stock, approved. 

Report and order in F. D. No. 8146, authorizing the acquisition 
by the Pennsylvania Railroad Company of control, under lease, of the 
railroad properties of the West Jersey & Seashore Railroad Company, 
conditions prescribed approved. 

Report, certificate and order in F. D. Nos. 8190, 8135, 8136, au- 
thorizing the Rahway Valley Line (1) to acquire a line of railroad in 
Union and Essex counties, N. J.; (2) to issue two bonds, one for 
$14,000 and one for $35,000, in connection with the acquisition of said 
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line of railroad; and (3) authorizing the acquisition by the Ra 
Valley Company, lessee, of control, under lease, of the line hway 
road to be acquired by the Rahway Valley Line, approve © ° Tail- 
Report and order in F. D. No. 8178, authorizing the acquie: 
by the Illinois Terminal Company of control, by lease, of uisition 
roads and properties of the Alton & Eastern Railroad Company “2 
St. Louis & Alton Railway Company, and the O’Fallon Freight’ the 
of the East St. Louis & Suburban Railway Company, approveq Line 
12/20a order in F. D. No. 2677-Sub. 6, authorizing Daniel Wij 
to hold, in addition to prior authorization, (1) the position iHlard 
rector of the Buffalo, Rochester & Pittsburgh Railway Compan oF di- 
(2) to hold generally positions with said carrier, approveq ’ *"4 
12/20a order in F. D. No. 3678-Sub. 8, authorizing Georg. 
Shriver to hold, in addition to prior authorization, (1) the post M, 
of director of the Buffalo, Rochester & Pittsburgh Railway Caane tion 
and (2) to hold generally positions with said carrier, approved Pany; 





CONSOLIDATION OF RAILROADS 


“A turbulent minority” has actively and Dersistently op. 
posed any suggestion of further integration of the railroads 
since the Commission published its consolidation plan last De. 
cember, says the National Association of Owners of Railroag 
and Public Utility Securities in an issue of “The Security 
Owner” devoted largely to advocacy of consolidations. 

“It has done and is doing everything in its power to change 
the public mind on the subject,” it is asserted. 


The association says that the Commission’s plan is flexible 
“and subject to any change and modification wihch the public 
interest requires” and that therefore “the plan should lose much 
of its offensiveness to persons and communities whose interests 
appear at present to be jeopardized by its consummation.” 

After discussing the opposition of labor to consolidations, 
the weak railroad problem, the advantages in the field of regu. 
lation to be obtained from consolidations, competition and con. 
solidation, the association says: 


Arguments against railroad consolidations which are based on 
selfishness in one form or another should not be permitted to block 
such an important and far-reaching public improvement. The subject 
should be viewed in its national aspect, as one affecting all citizens 
and not as a matter which concerns only a particular community. 
Objections to specific allocations in the Commission's plan should not 
lead to a condemnation of the plan as a whole, particularly since the 
plan is changeable on a showing that the public interest requires 
a change. 


The public generally stands to profit immensely from the increased 
efficiency and improved service which will follow the uniting of the 
railroads into a limited number of powerful and _ well-balanced 
systems. 


“The immediate fate of railroad progress is bound up in 
the Couzens resolution, already passed in the Senate and now 
before the House,” says the National Association of Owners 
of Railroad and Public Utility Securities in a statement oppos- 
ing the resolution. 


The association contended that if the resolution became law 
the question of consolidation would be transferred from the 
Commission to the courts and a “vast muddle would result,” 
and, in part, added: 


The era of consolidations is a national economic movement. The 
$25,000,000,000 of invested capital in the lines represents an economic 
stake that nothing should be permitted to imperil. It is held by 
competent authorities that the carriers have reached a point where 
consolidations—immediate and_ progressive consolidations—are essen- 
tial to the transportation of the country. 

The resolution condemns railroad holding company operations, 
without distinction. This is believed to be unwarranted and unsound 
and wholly at variance with the practices of modern business. When 
the holding company is active in almost every field of industry, no 
reason appears why it should be debarred in the railroad field, which 
has the greatest need of such assistance. 

The Commission, in its report for last year, recommended that 
legislation be adopted regulating holding companies. The House 
has ordered an extensive investigation. Funds have been appropri- 
ated and a transportation specialist engaged to study the subject. 
This inquiry will supply the basis for legislation placing the holding 
companies under federal control, to which no one objects. It is 
merely another step to supervision of the roads by the Commission, 
in all particulars. 

Large holders of securities, as represented by the National Asso- 
ciation of Owners of Railroad and Public Utility Securities, are con- 
vinced that the enactment of this resolution would be a backward 
step at a critical time. Although the carriers are struggling against 
decreased travel and car loadings, their economies of operation have 
largely offset present conditions. Moreover, their credit is sound 
and improving. The arc of security prices is upward. But all of 
these happy conditions would be reversed by passage of the resolution, 
loading to an almost inevitable decrease amounting to untold millions, 
in the prices of rail securities. 





CHANGES IN DOCKET 

Hearing in No. 23179, Ohio Valley Refining Co. vs. S. A. L. 
Ry. et al., assigned for June 2, at Washington, D. C., before 
Examiner Maidens, was canceled and reassigned for July 1, at 
Washington, D. C., before Examiner Maidens. 

Hearing in I. and S. 3469, Blackstrap molasses from La., 
points to Oklahoma, assigned for June 7, at Houston, Tex., 
before Examiner Johnson was canceled. 
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HOCH-SMITH ONLY WORDS 


The Trafic World Washington Bureau 


The Hoch-Smith resolution, so far as relief for agriculture 
» the way of reduced freight rates is concerned, is in the nature 
a6 hopeful characterization of an object deemed desirable, if 
nd in so far as it may be obtainable, rather than a rule in- 
vended to control rate making, according te the Supreme Court 
of the United States. ; 

In a decision June 2 by Associate Justice Van Devanter in 
yo. 7, Ann Arbor Railroad Company et al. vs. United States 
et gl, the so-called Hoch-Smith deciduous fruit case, the court 
ypanimously found that the Hoch-Smith resolution worked no 
change in existing law governing the making of rates and that 
the Commission had misconstrued the resolution. 

In making “Hoch-Smith” instead of reasonable rates on 
the California fruit in question the Commission erred, accord- 
ing to the court, Which said the lower court should have set 
yside the Commission’s order. 

The court said the Commission construed the agricultural 
depression Or third paragraph of the resolution as requiring 
it to condemn the existing rates as unreasonable and unlawful, 
though had they been considered independently of the para- 
graph, they must have been held reasonable and lawful under 
sections one and three of the interstate commerce act. 

“We are of opinion,” said the court, “that the Commission’s 
construction cannot be supported. The paragraph does not pur- 
port to make any change in the existing law, but, on the con- 
trary, requires that that law be given effect. Nor does it pur- 
port to make unlawful any rate which, under the existing law, 
isa lawful rate, but, on the contrary, leaves the validity of the 
rate to be tested by that law.” 

The court said the words used by Congress in the third 
paragraph of the resolution should not lightly be disregarded, 
nor should they lightly be accepted as overturning positive and 
wambiguous provisions constituting part of a system of laws 
reflecting a settled legislative policy such as the interstate 
commerce act. 

“If they mean no more than that the depressed condition 
of the industry is to be given such consideration as may be 
reasonable, considering the nature and cost of the transporta- 
tim service and the need for maintaining an adequate trans- 
portation system, they work no change in the existing law,” 
said the court. “But, if they mean more and are intended to 
require that rates be reduced to some uncertain level below 
that standard, they give rise to a serious question respecting 
the constitutional validity of the paragraph of which they are 
a part.” 

The court said that, by reason of the uncertain meaning 
of the words and of the constitutional question that would be 
raised if they were taken as the Commission thought they 
should be taken, it thought they must be held to work no 
substantial change in the meaning or operation of sections one, 


three, and fifteen of the existing law. 
The decree of the federal court for the northern district 
of California, which upheld the Commission’s order, was reversed. 


Text of Decision 
The text of the decision follows: 


This is a suit to set aside an order of the Interstate Commerce 
Commission condemning existing rates for the transportation of 
deciduous fruits from California to eastern destinations—chiefly points 
between the Mississippi River and the Atlantic seaboard. A hear- 
ing in the District Court before three judges under Section 47, Title 
2, U. S. C., resulted in a decrease dismissing the bill; and a direct 
appeal has brought the case here. 

The proceeding which resulted in the order was instituted before 

the Commission December 27, 1926, by the California Growers’ and 
Shippers’ Protective League through a complaint assailing the ex- 
isting rates as unjust and unreasonable under Section 1 of the Inter- 
state Commerce Act, unduly and unreasonably preferential under 
Section 3 of that act, and having an unjust and unreasonable basis 
and being too high within the meaning of the joint resolution of 
Congress of January 30, 1925, known as the Hoch-Smith Resolution. 
The order was made July 20, 1927, and was changed by the Com- 
mission in some particulars November 14 of that year. Originally 
it was to be effective October 10, 1927, but the Commission extended 
the time to January 10, 1928. 
_, The plaintiffs in the suit are the railroad companies which par- 
ucipate in the transportation. In their bill and on this appeal 
they challenge the validity of the order upon the ground, among 
others, that the Commission based it upon the joint resolution and a 
construction thereof which is inadmissible. 

The Interstate Commerce Act, Title 49, U. S. C., provides in 
Sections 1, 3 and 15— 

Section 1, par. (5) All charges .. . 
able, and every unjust and unreasonable charge 
and declared to be unlawful. . . . 

Section 3, par. (1) It shall be unlawful . . to make or give 
tie, undue or unreasonable preference or advantage to any par- 
hse person, company, firm, corporation, or locality, or any par- 
licular description of traffic, in any respect whatsoever, or to sub- 
Ject any particular person, company, firm, corporation, or locality, 
>| any Particular description of traffic, to any undue or unreason- 
able prejudice or disadvantage in any respect whatsoever. 

Section 15, par. (1) Whenever, after full hearing, upon a complaint 


shall be just and reason- 
is prohibited 
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- + - Or . . . under an order for investigation and hearing made 
by the commission on its own initiative, . . the Commission 
shall be of opinion that any individual or joint rate, fare, or charge 
whatsoever - + is or will be unjust or unreasonable or unjustly 
discriminatory or unduly preferential or prejudicial . . . the Com- 
mission is hereby authorized and empowered to determine and pre- 
scribe what will be the just and reasonable individual or joint rate, 
fare, or charge, or rates, fares, or charges, to be thereafter observed 
in such case ... 

The joint resolution, c. 120, 43 Stat. 801, reads: 

That it is hereby declared to be the true policy in rate making 
to be pursued by the Interstate Commerce Commission in adjusting 
freight rates, that the conditions which at any given time prevail in 
our several industries should be considered in so far as it is legally 
possible to do so, to the end that commodities may freely move. 

That the Interstate Commerce Commission is authorized and di- 
rected to make a thorough investigation of the rate structure of 
common carriers subject to the interstate commerce act, in order 
to determine to what extent and in what manner existing rates and 
charges may be unjust, unreasonable, unjustly discriminatory, or 
unduly preferential, thereby imposing undue burdens, or giving 
undue advantage as between the various localities and parts of the 
country, the various classes of traffic, and the various classes and 
kinds of commodities; and to make, in accordance with law, such 
changes, adjustments, and redistribution of rates and charges as 
may be found necessary to correct any defects so found to exist. 
In making any such change, adjustment, or redistribution the com- 
mission shall give due regard, among other factors, to the general 
and comparative levels in market value of the various classes aud 
kinds of commodities as indicated over a reasonable period of years, 
toa natural and proper development of the country as a whole, and 
to the maintenance of an adequate system of transportation. dn the 
progress of such investigation the Commission shall, from time to 
time, and as expeditiously as possible, make such decisions and 
orders as it may find to be necessary or appropriate upon the record 
then made in order to place the rates upon designated classes of 
traffic upon a just and reasonable basis with relation to other rates. 
Such investigation shall be conducted with due regard to other 
investigations or proceedings affecting rate adjustments which may 
be pending before the Commission. 

_ “In view of the existing depression in agriculture, the Commis- 
sion is hereby directed to effect with the least practicable delay 
such lawful changes in the rate structure of the country as will pro- 
mote the freedom of movement by common carriers of the products 
of agriculture affected by that depression, including livestock, at 
the lowest possible lawful rates compatible with the maintenance 
of adequate transportation service: Provided, That no investigation 
or proceeding resulting from the adoption of this resolution shall 
be permitted to delay the decision of cases now pending before the 
Commission involving rates on products of agriculture, and that 
such cases shall be decided in accordance with this resolution.” 

The original and supplemental opinions of the Commission show 
quite plainly that the Commission based the order entirely upon the 
joint resolution. It is said in the opinions that “the joint resolu- 
tion was primarily relied upon’? by the complainant; that while a 
violation of Section 3 (1) of the Interstate Commerce Act was alleged 
in the complaint ‘‘no great reliance was placed upon that allegation;”’ 
that the “primary issue to be determined’’ was whether the exist- 
ing rates were in accord with the resolution; that the resolution ef- 
fected a change “in the basic law;’”’ and that this change operated 
to eliminate a decision made June 25, 1925, in another proceeding 
between the same parties wherein the Commission found the same 
rates neither unreasonable nor unduly preferential and sustained 
them as lawful rates, 100 I. C. C. 79. True, in both the original 
and supplemental opinions it is said that the existing rates are 
unreasonable, but the opinions taken ‘as a whole show that this 
means the rates were deemed unreasonable under the joint resolu- 
tion when construed as the Commission construed it, and not that 
they were deemed unreasonable under Section 1 (5) or Section 3 (1) 
of the Interstate Commerce Act. Throughout the opinions it is mani- 
fest that the Commission was testing the reasonableness and validity 
of the rates by considerations not applicable under those sections but 
— by it to have been brought into the problem by the resolu- 
tion. 

The joint resolution is the outgrowth of several measures pro- 
posed in Congress but not adopted. Some of the measures may 
have been designed by their proposers to make real changes in exist- 
ing laws relating to transportation rates. But they are not before 
us. The measure that is before us is the joint resolution which 
emerged from the legislative deliberations and proceedings. It is 
brought here to the end that we may determine its proper construc- 
tion, which of course is to be done by applying to it the rules ap- 
plicable to legislation in general. 

The question presented is whether the resolution changes the 
substantive provisions of existing laws relating to transportation 
rates, and particularly whether rates which would be lawful under 
those laws are made unlawful by it. 

The resolution is in three paragraphs. The first declares it to be 
a true policy in rate making that the conditions which at any given 
time prevail in the several industries “should be considered’ in so 
far as it is “legally possible’’ to do so, to the end that commodities 
may move freely. This policy is not new. In rate making unders« 
existing laws it has been recognized that conditions in a particular 
industry may and should be considered along with other factors in 
fixing rates for that industry and in determining their reasonable- 
ness; and it also has been recognized that so far as can be done 
with due regard for the interests affected rates should be such as 
will permit the commodities to which they relate to move freely in 
the channels of commerce. 

The second paragraph is devoted chiefly to requiring the Commis- 
sion to proceed along stated lines for the purpose of securing prompt 
observance of existing laws, such as Sections 1 (5) and 3 (1) of 
the Interstate Commerce Act, requiring that all rates be just and 
reasonable and prohibiting all undue preferences and unjust dis- 
criminations, whether relating to shippers, commodities, classes of 
traffic or localities. The only substantive provision in the para- 
graph is one declaring that in the adjustment of rates the factors 
to be considered shall include (a) the general and comparative 
levels in market value of the various classes and kinds of com- 
modities as indicated over a reasonable period of years, (b) a 
natural and proper development of the country as a whole, and (c) 
the maintenance of an adequate system of transportation. These 
matters have all been regarded as factors requiring consideration 
under existing laws. The prohibition in Section 3 (1) of the Interstate 
Commerce Act of any undue preference of one locality over another 
always has been treated as intended to prevent the use of rates as 
a means of promoting the artificial development of one locality to 
the detriment of another. Anu what is said about the maintenance 
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of an adequate system of transportation is but a reiteration of 
provisions embodied in existing laws. 
The third paragraph was construed by the Commission as mak- 


ing a change “in the basic law,’’ as placing agricultural prod- 
ucts in a ‘“‘most favored” class, and as justifying a reduction in 
the rates on deciduous fruits moving from California to eastern 
points, notwithstanding most of the carriers ‘‘have not as yet made 
the fair return” for which Section 15a of the Interstate Commerce Act 
makes provision as a means of securing the maintenance of an 
adequate transportation system. Indeed, it is apparent from the 
Commission’s opinions that it regarded this paragraph as requiring 
it to condemn the existing rates as unreasonable and unlawful, al- 
though, had they been considered independently of the paragraph, 
they must have been upheld as reasonable and lawful under the 
applicable sections, 1 (5) and 3 (1), of the existing law. 

We are of opinion that the Commission’s construction cannot be 
supported. The paragraph does not purport to make any change in 
the existing law, but on the contrary requires that that law be 
given effect. Nor does it purport to make unlawful any rate which 
under the existing law is a lawful rate, but on the contrary leaves 
the validity of the rate to be tested by that law. 

The paragraph requires only that “lawful changes’”’ in the rate 
structure be made; and we find in it no sanction for any other 
change. Unless the paragraph can be said to give its own defini- 
tion of a lawful change, reference must be had to Section 15, par. (1) 
of the existing law which shows under what conditions and how a 
lawful change of rate may be effected by the Commission. 

The Commission stresses the concluding words in the same sen- 
tence with ‘‘lawful changes’’ and evidently regards them as qualify- 
ing the natural import of the latter and in effect specifying a new 
and reduced scale to be applied in rate making. The words stressed 
are, “at the lowest possible lawful rates compatible with the main- 
tenance of adequate transportation service.”’ 

Considering the connection in which these words are brought 
into the sentence we think they fall much short of supporting the 
construction adopted by the Commission. They are more in the 
nature of a hopeful characterization of an object deemed desirable 
if, and in so far as, it may be attainable, than of a rule intended to 
control rate making. See United States vs. New York Central R. R. 
Co., 263 U. S. 603 (44 S. Ct. Rep. 212). Of course they should not 
lightly be disregarded. Neither should they lightly be accepted as 
overturning positive and unambiguous provisions constituting part of 
a system of laws reflecting a settled legislative policy, such as the 
Interstate Commerce Act. If they mean no more than that the de- 
pressed condition of the industry is to be given such consideration 
as may be reasonable considering the nature and cost of the trans- 
portation service and the need for maintaining an adequate trans- 
portation system they work no change in the existing law. But if 
they mean more and are intended to require that rates be reduced 
to some uncertain level below that standard they give rise to a 
serious question respecting the constitutional validity of the para- 
graph of which they are a part. See Northern Pacific R. R. Co. vs. 
North Dakota, 236 U. S. 585, 595 (35 S. Ct. Rep. 429); Norfolk & 
Western Ry. Co. vs. West Virginia, 236 U. S. 605, 608 (35 S. Ct. Rep. 
437). By reason of their uncertain meaning, United States vs. Barnes, 
222 U. S. 513, 520 (32 S. Ct. Rep. 117), and of the constitutional 
question which would be raised if they were taken as the Commis- 
sion thinks they should be taken, Harriman vs. Interstate Commerce 
Commission, 211 U. S. 407, 422 (29 S. Ct. Rep. 115), we think they 
must be held to work no substantial change in the meaning or op- 
eration of Sections 1 (5), 3 (1) and 15, par. (1) of the existing law. 

Our conclusion is that the order of the Commission was based 
upon an erroneous construction of the joint resolution, and there- 
fore should have been set aside by the court below. 

Decree reversed. 


Hoch-Smith Decision Effect 


In a short time, either on its own motion or on that of a 
party to the case, the Commission will reopen No. 15137, 
California . Growers’ and Shippers’ Protective League vs. 
Southern Pacific et al., 132 I. C. C. 582, to bring it into con- 
formity with the decision of the Supreme Court of the United 
States in No. 7, Ann Arbor Railroad Company et al. vs. United 
States et al. That tribunal therein said the Hoch-Smith resolu- 
tion was in the nature of a hopeful characterization of an 
object deemed desirable, if and in so far as it might be obtain- 
able, rather than a rule intended to control rate making. Reopen- 
ing will be the first positive effect of the decision. It will be 
incumbent on the rate body to eliminate from its reports in 
that case (132 I. C. C. 582, 129 I. C. C. 25, and 100 I. C. C. 79) 
all language that shows reliance on the resolution as a rule to 
control rate making. It is generally admitted that if, in other 
of the so-called Hoch-Smith decisions, the Commission used 
the resolution as a foundation for a finding or order, the 
language indicating such reliance will have to be taken out. 

As soon as the commissioners heard about the decision— 
which they did while they were in the first regular June con- 
ference—-they discussed the subject informally. As lawyers 
or men familiar with the work of lawyers they discussed the 
matter on the basis of their knowing that they would have to 
reopen the case, commonly called the California deciduous fruit 
case, with a view to its reformation. If it cannot be reformed 
so as to result in a decision not squarely based on some part 
of the law other than the Hoch-Smith resolution, dismissal 
would seem to be indicated as the only course. 

Within a short time after the import of the decision by 
the court was known there was an intimation that the California 
complainants would undertake to supplement their testimony so 
as to give the Commission ample ground for a decision based 
on the first section. Their complaint, which is still alive and 
subject to disposition in a lawful manner, alleges unreasonable- 
ness in the rates in violation of the first section. Attorneys 
for the Commission, in their argument on brief and orally, 
alleged that the decision was based on parts of the interstate 
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commerce act, particularly the first section, othe 
Hoch-Smith resolution. The court, however, said: “The orie} 
and supplemental opinions of the Commission show a 
plainly that the Commission based the order entirely nal, 
joint resolution.” € 

Since the resolution has been declared not a rule to contr 
rate making, it will be necessary, in further Proceedings ~ 
that complaint, to show, by competent evidence, if there is ~ 
be anything other than dismissal, that there has been a chan , 
in conditions since the decision, in a proceeding betwee om 
same parties, made June 25, 1925, wherein the Commission 
found the same rates neither unreasonable nor unduly Drele 
dicial. Several times the Commission has been able to roar 
such changes in conditions that it has condemned rates the, 
tofore found by it not obnoxious to the law as it existe cater 
to the adoption of the Hoch-Smith resolution. So often = 
there been such action that there are now cases in the courts in 
which the issue is as to whether, when rates have been con. 
demned in a proceeding after they have once been found not 
obnoxious, the Commission has power to award reparation. 

Coming just at the time when it is known that the Com- 
mission is writing a decision in No. 17000, part 7, Hoch-Smith 
grain and grain products, it is believed the commissioners Will 
have to make a check of all the views they have put on paper 
in connection with that case to determine whether that language 
indicates use of the Hoch-Smith resolution as foundation for 
any conclusion or definite finding. Inasmuch as the grain cage 
in question is one of proceedings definitely the outgrowth of 
the resolution, it is assumed that, among the parts of the report 
in that case already written, there may be expressions about 
the resolution that will require recasting. While the leye| 
of the rates generally is a large question in that case it jg 
believed to be subordinate to the question of rates to the 
primary markets, or, as more commonly designated, the rate. 
break question—that is, as to whether the rates will be made 
to the primary markets, with proportional or reshipping rates 
beyond, or in accordance with mileage or distance scales ap. 
plicable right through the primary markets, where, under the 
present system, grain is handled commercially, as in transit, 
to unknown destinations. 


Even if that is the large question in the report, it is be. 
lieved it may contain references to the Hoch-Smith resolution 
that will require treatment in the light of the decision in the 
fruit case. That idea exists because grain is the one commodity 
that comes to mind when the supposed depressed condition of 
agriculture is brought to the fore, as it is by the resolution 
that has been found to be a hope, but not a rule of rate making. 

A general thought is that the near at hand reports in the 
eastern and western class rate investigations cannot be affected 
by the decision. The primary purpose of those investigations, 
it has been pointed out, is for the removal of inequalities, one 
of the things enjoined by the Hoch-Smith resolution as well as 
by other parts of the law. 

There is no thought that anyone will contend that the 
proceedings instituted by the Commission by reason of the 
resolution have been instituted without warrant in law. The 
Commission had the power to institute investigations on its 
own motion, for any reason that appealed to it, before the 
adoption of the resolution. Investigation is not a part of the 
rate making power, though an investigation may bring out 
facts constraining the Commission to exercise its rate making 
power. However, until some order has been made requiring 4 


r than the 


-railroad to do or to refrain from doing something, the courts 


will not interfere with a proceeding. 


In the files of the Commission various proceedings are 
listed under the head of “Hoch-Smith.” The Commission has 
not publicly referred to any of those proceedings as Hoch-Smith 
cases. Its name is the general designation—No. 17000, rate 
structure investigation, part 2, western trunk line class rates, 
the report in which is expected soon, using that for illustrative 
purpose. Popularly, the proceedings have been christened as 
such and such a part, “Hoch-Smith grain,” or cotton, as the 
case might be. The proceedings listed as having originated 
by reason of the resolution are: livestock, generally called No. 
1, though not so numbered; western class rates; cotton; 
petroleum and products; petroleum and products in the south- 
west; furniture; iron and steel; grain and grain products; 
cottonseed and related articles; southern and western live 
stock; hay in the western group; sand, gravel, etc., in the 
southwest; non-ferrous metals and salt. The California fruit 
case is also shown as a Hoch-Smith proceeding, though it 1s 
not a general investigation such as the others. Each of the 
others has joined with it many formal complaints and, in some 
instances, general investigations, as, for instance, in the case 
of petroleum. 

Decisions have been made in three proceedings, namely, 
livestock, 113 I. C. C. 3, and 122 I. C. C. 609; iron and steel, 
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1 ¢. C. 517, 161 I. C. C. 386, and 161 I. C. C. 608, and sand and 
158 3], 155 1. C. C. 247, and 157 I. C. C. 498. If the California 
aad called a Hoch-Smith proceeding, then there are four. 
-—~ California case was not designated as Hoch-Smith 
t matter, but it is welt understood that it was issued in such 
as to bring before the courts, if the carriers were so 
ee the question of whether the Commission had a new 
- for rate making in the resolution. A cursory examination 
ame decisions in which the Commission commented on the 
; lution shows that the inclination of the Commission was 
regard ‘the resolution with much doubt as to its value as an 
mr rate making. For instance, in American National Live 
iW sk Association vs. Santa Fe (122 I. C. C. 609), the report 
said: “It (the resolution) set no new standard of lawfulness, 
wit said, in effect, that, to the extent that there are flexible 
limits to our discretion, we should fix the lowest rates falling 
githin those limits.” ; oe 

In that case, with which others were joined, the Commission 
rescribed rates from and to certain points in the southwestern 
yates, but generally refused to change the rate structure on 
jnimals. Whether the language quoted or the other things said 
in connection with the resolution invalidates that decision is 
one of the questions to which no one has presumed to give a 
reasoned answer. Inasmuch as the railroads did not resist the 
onder, the assumption is that the Commission could not be 
accused of having used the resolution as a foundation for any- 
thing other than some general expressions about it. 

There is nothing in the decision in the southwestern sand 
and gravel case, 155 I. C. C. 247, even remotely suggesting that 
the Commission said anything that could be construed as show- 
ing that it used the resolution for foundation purposes. The 
same is also believed to be accurate as to the decision in No. 
11000, part 6, Hoch-Smith iron and steel. 

However, there are references to the resolution in probably 
dozens of cases. Each, it is believed, will have to be checked 
over with a view to making certain that there is nothing in it 
requiring a reopening, such as the decision requires in the 
California fruit case. If, in any of them, the Commission used 
the resolution as a block or brace for what it did, the thought 
is that the court’s decision will require elimination. There is 
no thought that there is any decision invalidated by the decision 
other than the California fruit case. 

Asked what effect the decision of the Supreme Court would 
have on the carrying forward of the investigations instituted in 
No. 17000, rate structure investigation, Chairman McManamy 
said it. was his personal view that these investigations would 
be carried on to a conclusion. In making that statement he 
said he was not commenting on the effect of the decision with 
respect to the level of rates. 

Transcontinental railroads are expected, as soon as 
physically possible, to restore rates on the fruits affected by 
the de@ision in the California fruit case by the Supreme Court. 
The thought is that they will file an application for permission 
to make the restoration on less than the statutory notice of 30 
days. Before the decision was announced the transcontinental 
carriers filed a reissue of their tariff, Toll’s I. C. C. No. 1238, 
effective July 1, in which they repeated the rates made by 
thm in compliance with the Commission’s final order dated 
December 8, 1927, effective February 10, 1928. 

The measuring rate on the traffic in question was $1.70 a 
hundred pounds from the Pacific coast points of origin to the 
vast blanket territory east of the Rocky Mountains. The order 
required its reduction to $1.63. The latter rate has been in 
effect since its original publication to the territory where the 
blanket prevails. Over some routes the old rate of $1.70 has 
been in effect because the order did not compel its publication 
over them. 

In the first tariff naming the reduced Hoch-Smith rate, the 
carriers published a legend saying: 


Dp 


Rates on deciduous fruits shown in items Nos. 1045, 1955, 4222 and 
4227 of this tariff flagged as being in compliance with the order of 
the Interstate Commerce Commission, in case No. 19130, dated July 
20, 1927, as modified by orders dated October 14, 1927, and December 
8, 1927, are considered by the interested carriers to be unreasonably 
low and are published under protest. 


That legend has been repeated on the title page of every 
lariff since that time that has carried the rates. The item numbers 
have changed in the various issues, but the notice to the pub- 
lic has been retained without change. Every tariff has also 
flagged the $1.60 rate as a reduction notwithstanding that the 
reduction was made in the original tariff issued in compliance 
with the order. In ordinary tariffs the $1.60 rate would have 
been carried in succeeding issues without the symbol indicating 
a reduction. 

When the carriers determined to carry the question of the 
lawfulness of the order to the courts they tried to have the 
reduced rates enjoined, but the courts refused to interfere and 
the Commission declined to postpone the effective date of the 
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order. Therefore, since February 10, 1928, they have been 
collecting the lower rate. They have lost the 13 cents a 
hundred pounds the Commission cut off the rate without hope 
of recovery because the shippers paid the rate published in the 
tariff. If the courts had restrained enforcement of the order 
and required the carriers to give a bond to refund in case 
the rate should be found lawful the railroads now would have 
the money the shippers saved by reason of the Commission’s 
determination to require its order to be obeyed notwithstand- 
ing the fact that the railroads had initiated litigation. 


Hoch’s Comment on Decision 


Representative Hoch, of Kansas, co-author of the Hoch- 
Smith resolution, issued the following statement with respect 
to the decision of the Supreme Court: 


The decision upsets the interpretation and application of the 
Hoch-Smith resolution which the Commission made in the California 
fruit case. It does not of course invalidate the resolution itself, 
and the main body of the resolution itself which provides for a 
thorough survey of the freight structure and the correction of in- 
justices and discrimination is in no way affected by the decision. 

The decision does not seem entirely clear as to the power of 
the Commission to order in any case a decrease in freights because 
of the depressed condition of the industry affected. It is stated in 
the first part of the decision that economic conditions are and should 
be taken into consideration, but the latter part of the decision seems 
to leave this in doubt. As stated by the court one part of the reso- 
lution provided that farm freights should be placed at the “lowest 
possible lawful rate’’ consistent with the maintenance of adequate 
transportation service. This of course does not mean and Congress 
did not intend any rates that under all the circumstances would be 
unfair to the railroads. The intention was simply that farm freights 
should be placed at the lower limit of the ‘‘zone of reasonableness,”’ 
such zone having been recognized not only by the Commission but 
by the court in prior cases. 

.The mandate of the resolution is in no way set aside by the 
decision, and it is plainly the duty of the Commission to proceed 
as rapidly as possible with the revision of the freight structure to 
the end that the injustices such as those imposed upon farm prod- 
ucts and other bulky commodities by the flat horizontal freight in- 
creases should be eliminated. 

_Instead of relieving the Commission from any duty such as that 
which exists in the western grain case, the livestock case, and other 
such cases, it leaves the Commission’s duty all the more imperative 
that it proceed under the general mandate to correct the gross in- 
justices now existing and more justly equalize the freight burden. 


Benton on Hoch-Smith Decision 


“The Hoch-Smith resolution means nothing,” said John E. 
Benton, general solicitor of the National Association of Railroad 
and Utilities Commissioners, in commenting on the decision 
of the Supreme Court in the Hoch-Smith California fruit case. 
“It is the outgrowth of several measures proposed in Congress 
but not adopted. Some * * * may have been designed * * * 
to make real changes in existing laws relating to transportation 
rates. But * * * the measure * * * which emerged from 
the legislative deliberations and proceedings * * * must be 
held to work no substantial change in * * * the existing law.’ 
This is the unanimous opinion of the United States Supreme 
court. = = %, 

“Because the Commission in its two reports in this case 
made it clear that it construed the resolution as establishing a 
new standard for rates on agricultural products, and that it 
ordered a reduction of deciduous fruit rates because it held 
existing rates unreasonable under the new standard and not 
under the standard of reasonableness imposed by sections 1 and 
3 of the interstate commerce act, the court sets the Commis- 
sion’s order aside. 

“The opinion does contain a clear reaffirmation of the long- 
established rule that the economic condition of an industry is 
entitled to consideration in determining reasonable rates for 
application to the products of that industry. By adopting the 
Hoch-Smith resolution, however, Congress did not increase the 
weight which may properly be given to the economic factor.” 

In further comment on the decision, Mr. Benton said: 


I have received inquiries from various commissions as to the effect 
of the opinion of the Supreme Court in the California deciduous fruit 
rate case upon the various No. 17000 proceedings. I can not see 
that the decision will either expedite or retard disposition of those 
cases. While the court holds that the Hoch-Smith resolution is 
meaningless so far as concerns establishing any new standard of 
lawfulness for rates applicable to farm products, nevertheless the 
command of the resolution to the Commission to make a thorough 
investigation of the rate structure of common carriers for the pur- 
pose of requiring any changes necessary to place all rates and charges 
upon a reasonable and non-discriminatory basis continues to stand. 
Pending rate structure proceedings must, accordingly, be brought to 
conclusion. Decisions therein, however, will be made under the rules 
of law which existed before the Hoch-Smith resolution was adopted. 


LOS ANGELES STATION CASE 


Litigation growing out of the effort of Los Angeles to force 
the construction of a union passenger station, so as, among 
other things, to cause the removal of Southern Pacific tracks 
in Alameda street, has been terminated by the Supreme Court 
of California in favor of the city. The city, after the Supreme 
Court of the United States and the Commission got the case 
off their hands, returned to the California Railroad Commission 
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and obtained an order requiring the railroads to construct the 


station. The matter was carried to the highest court in Cali- 
fornia and it has held that the California commission has the 
power to enter such orders as have been made. 

Another trial of the matter by the Supreme Court of the 
United States is expected. The Los Angeles & Salt Lake and 
the Santa Fe, in their behalf, contended that the order took 
their property for a public use, without compensation and with- 
out due process of law, grounds upon which review by the 
Supreme Court may be invoked. They said that the taking 
was because the order required them to join in the construction 
of the union station, the primary purpose of which was to 
accomplish the removal of the Southern Pacific tracks from 
Alameda street, a matter in which they said they were uncon- 
cerned. A sparate suit was filed by the Los Angeles & Salt 
Lake, the Southern Pacific and the Santa Fe. 





PRIVATE CAR CASE 


The federal court for the western district of Kentucky and 
Louisville in No. 571, Louisville & Nashville et al. vs. United 
States and Interstate Commerce Commission, composed of Cir- 
cuit Judges Moorman and Hickenlooper and District Judge Daw- 
son, has dismissed the application of the carriers for an order 
forbidding the enforcement of the Commission’s order in the 
so-called private car case, dated July 30, 1929. That order for- 
bade the issuance of car passes, including passes for the so-called 
office car, except for cars owned by the issuing carrier or held 
by it under lease for use in its business as a common carrier 
and except for cars of lines operated as a part of the system 
of the issuing carrier. The validity of the regulation forbidding 
the issuance of car passes, the court said, was dependent upon 
whether or not the Commission had authority to issue such a 
regulation forbidding the issuance of passes. 

Starting with the premise that a common carrier had the 

. right, under the interstate commerce act, to exchange passes 
with other common carriers for their officers, employes and 
their families, and the further premise that the Commission had 
no authority under the law to control the method or plan by 
which a carrier acquired its facilities of transportation, the 
court said the railroads argued that when a common carrier 
exercised its legal right to issue a pass to an officer or an em- 
ploye of another common carrier, or to members of their fami- 
lies, in exchange for a like courtesy, it had the right to trans- 
port such pass holder in whatever appropriate vehicle it might 
see fit to use; that it might haul such pass holder in one of 
its own cars, in a leased car, or in a car owned by the carrier 
of which the pass holder was an officer or employe, and lent 
to the moving carrier for the purpose of transporting a pass 
holder; that from whatever source the car might be obtained, 
it was a transportation facility of the moving carrier, and not 
an article of commerce for the movement of which it had to 
charge the owning carrier the published tariff rate. 

The court said that when Congress authorized the carriers 
to give free tickets or passes to their own officers and employes 
and their families, and to exchange with other such carriers 
passes for their officers and employes, it had to assume that 
Congress used the words “free ticket,” “free pass” and “pass” 
in the sense that those words were commonly and ordinarily 
understood. A pass or a free ticket, continued the court, as 
ordinarily understood, connoted free transportation in the ordi- 
nary way and with the usual conveniences afforded the paying 
public. Construing the permission to grant free passes and 
tickets as authorizing not only free transportation of the holder 
but transportation in a private car with all the conveniences 
thereof, the court said, would amount to the distortion of the 
language used and a perversion of the purpose of the act. A 
fair interpretation of the sections of the act involved, when 
they were read in connection with other provisions of the act, 
the court said, was that they authorized the giving of free trans- 
portation to the persons therein named with jurisdiction in the 
Commission to determine if the method of transporting a pass 
holder and the conveniences afforded him, constituted an unjust 
discrimination, prohibited by section 2, or the giving of an 
undue or unreasonable preference, within the meaning of sec- 
tion 3 of the act. 

“Construing the act in this way,’ says the opinion of the 
court, “it seems to us wholly immaterial whether we view the 
private or office car, occupied by a pass holder who is an officer 
or employe of the owning road, as an article of commerce when 
moving over the line of a non-owning carrier, or as transporta- 
tion facility of the moving carrier. If it is an article of com- 
merce, it is being transported free for the benefit of the pass 
holder; if it is transportation facility of the moving carrier, it 
is being furnished free to the pass holder. In either event he 
enjoys the service thus afforded as a privilege granted by his 
pass, and the service and the facilities thus afforded him so 
far exceed those furnished ordinary paying passengers as to 
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bring the practice clearly within the jurisdiction of 
state Commerce Commission.” 

The court said it was not impressed with the ar 
the railroads that inasmuch as there could be no dise 
or preference under the interstate commerce act, except betw 
persons or articles of the same class, preferential treatment = 
the pass holder could not constitute a violation of the ns 
Pass holders and paying passengers, it said, were of the i 
general class—they were all passengers. The court oid t 
cost no more to transport one than the other. The pags holder 
it said, was lifted out of the provisions of the act only to th 
extent that he did not have to pay the usual and ordinary 
trahsportation charges. In every other respect, it Said, he tid 
on the same footing as other passengers, and if the facilities 
afforded him were found by the Commission, upon substantial 
evidence, to amount to an unjust discrimination or an undue 
or unreasonable preference, the Commission had the power under 
the act to deal with the matter without interference from the 
courts. The court said that for the reason stated it concludeg 
that the practice condemned by the Commission was a matter 
within its jurisdiction, and, being supported by substantia] evi- 
dence, it was without power to interfere. The court Said it 
was not to be understood, by what had been said, that it was 
holding that the act conferred upon the Commission the power 
to prohibit a common carrier from hauling its own officers and 
employes free over its own lines in a private car when they 
were engaged in the duties of their employment. j 


DONORA EXTENSION CASE 


The federal court for the western district of Pennsylvania 
has dismissed equity No. 2434, Pennsylvania Railroad Co, ys. 
United States, Pittsburgh & West Virginia and Interstate Com. 
merce Commission in which the Pennsylvania sought an injunc. 
tion to set aside and annul the certificate granted by the Com. 
mission authorizing the Pittsburgh & West Virginia to build an 
extension of its line to a connection with the Donora Southern, 
an industrial road controlled by the American Steel & Wire Co, 
The object of the extension of its rails by the Pittsburgh & 
West Virginia was to obtain some of the wire company’s traffic 
now all hauled, in so far as rail traffic was concerned, by the 
Pennsylvania, from Donora, Pa. 

After the Commission had granted a certificate permitting 
the construction of the extension, 158 I. C. C. 749, the Pennsyl- 
vania filed a bill to restrain the construction on the ground that 
there was no competent evidence before the Commission to sus- 
tain its certificate of public convenience and necessity. Dis- 
missal of the bill results in the order of the Commission re- 
maining in effect. 

Circuit Judge Woolley wrote the opinion. District Judges 
Gibson and Schoonmaker sat with him to constitute the court 
required by the law to consider proceedings looking to annul- 
ment of orders of the Commission. As a background for the 
issue in the case, which, according to the court, was the Penn- 
sylvania’s right to hold the traffic of the wire company exclu- 
sively, Judge Woolley recited the facts about the radical change 
made in the law in 1920 when Congress made the construction, 
conservation and abandonment of railroads a part of the duty 
of the Commission. Excusing himself for painting the back- 
ground and disposing of the case, Judge Woolley said: 


the Inter. 


Sument of 
Timination 


Discussion of what is really the first question in the case, that 
of the right of the Pennsylvania Railroad Co. to maintain its bill 
in view of its lack of legal right to the entire transportation busi- 
ness of Donora and for want of legal wrong, committed or threat- 
ened, or of legal injury inflicted, by the Commission’s order, has 
been purposely postponed until after the issues and facts of the 
case have been stated so that the question of law might stand out 
more sharply. Being threatened by the Pittsburgh & West Virginia 
Railway Co., through its proposed extension, with competition for 
traffic in the Donora district, the Pennsylvania Railroad Co. un- 
doubtedly had such an interest in the application for the extension 
as entitled it to intervene and be heard. It did intervene and was 
heard. But that interest alone did not give it a right to maintain 
an independent suit to set aside the Commission’s order. Such a 
suit can be brought and maintained by a competitor only where 
some right of its own has been violated by the order. Sprunt & Son, 
Inc., vs. United States, decided April 14, 1930. True, the complain- 
ant now is and for a long time has been exclusively serving Donora 
and is now receiving the profits from handling all the traffic flowing 
into and out of that busy district. But that is a privilege rather than 
a right—a privilege to be enjoyed so long as it shall last, not a 
right to be asserted—unless it be found somewhere in the law— 
written or unwritten. Certainly there is no unwritten law that gives 4 
carrier, first to serve a community, the right to hold its traffic 
against all competitors. It is equally certain that the written law— 
the transportation act of 1920—does not explicitly or implicitly accord 
a non-competitive traffic area to the first taker as the law accords a 
trade mark to the first adopter. Instead of doing this the written 
law negatives such a right by providing expressly for the invasion by 
one carrier into a territory exclusively served by another on @ 
showing of convenience and necessity of more transportation service 
for those inside reaching out and those outside reaching in. _ Where, 
as here, the showing is lawfully made and the Commission 4 
validly acted, the carrier at whose expense the change is wrought a 
had no legal right invaded and has suffered no legal injury. it 
consequence it has nothing on which to sustain an independent a 
to vacate and set aside such an order of the Interstate Commerc 
Commission. 
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Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 


‘ests taken from Reporters and Digests of National Reporter System, 
(Dig published by West Publishing Co., St. Paul, Minn. Copyright, 
1930, by West Publishing Co.) 


pee tnt 0-0rOreOrOrOon Or OrOnO-Oer On OOOO On Ono onOn On —oc OO One OOO 
REGULATION OF COMMON CARRIERS 


(Circuit Court of Appeals, Third Circuit.) State may not 
regulate interstate rates for demurrage charges where they are 
prescribed by tariff filed with Interstate Commerce Commission. 
_Central R. Co. of New Jersey vs. Schick et al., 38 Fed. Rep. 
(2d) 968. 

At common law, carrier has lien on goods transported for 
charges, and may hold goods until charges are paid.—Ibid. 

State law providing for sale of goods for freight and other 
charges must be followed in interstate shipment, where no such 
regulation has been adopted by Congress or Interstate Com- 
nerce Commission.—Ibid. 

In action to recover transportation and demurrage charges 
on interstate shipment, court properly permitted introduction 
in evidence of state law providing for sale of goods for charges 
(1 Comp. St. N. J. 1910, p. 369, sec. 6).—Ibid. 

State statute providing for sale of goods for freight and 
other charges held not superseded or repealed by statute relat- 
ing to amount of demurrage (1 Comp. St. N. J. 1910, p. 369, 
sec, 6, 2 Comp. St., Supp. N. J. 1924, p. 2916).—Ibid. 

Provision of statute requiring carrier to hold goods for six 
months before selling goods for freight and other charges held 
not unreasonable (1 Comp. St. N. J. 1910, p. 369, sec. 6).—Ibid. 

In action for transportation and demurrage charges where 
defendants did not plead custom, evidence of custom was inad- 
missible.—Ibid. 

Proof of usage or custom repugnant to provisions of statute 
relied on in action for transportation and demurrage charges 
held properly excluded.—lIbid. 

Carrier’s transfer of coke from one car to another could 
not affect right to recover demurrage charges for full time coke 
was held in cars.—Ibid. 

Points not argued on appeal are presumed to be abandoned. 
—Ibid. 








(Supreme Court of Ohio.) In application for certificate of 
convenience and necessity for freight transportation between 
Prospect and Richwood, evidence that there was no _ public 
freight conveyance operating between such points, but that ex- 
isting facilities furnished by railroad and motor express com- 
pany operating to Richwood were adequate, and that application, 
if granted, would create direct competition with existing trans- 
portation facilities, authorized finding by commission that there 
was no public necessity for service.—Columbus, Delaware & 
Marion Electric Co. vs. Public Utilities Commission of Ohio, 171 
N. E. Rep. 95. 





(Supreme Court of Washington.) Steamer operated under 
passenger and freight certificate transporting passengers and 
freight is not a “ferry” in legal sense. 

A ferry in a strict technical sense is defined as a continua- 
tion of the highway from one side of the water over which it 
Passes to the other, and is for the transportation of passengers 
or of travelers, with their teams and vehicles, and such other 
property as they may carry or have with them.—Puget Sound 
Nav. Co. vs. Department of Public Works of Washington et al., 
287 Pac. Rep. 52. 

That steamer carried freight, consisting partially of auto- 
mobiles and vehicles, and carrier passengers, did not render 
service passenger or ferry service.—Ibid. 

One not holding himself out as ferry operator, posting no 
tariffs, and receiving for vehicles carried rate fixed by freight 
tariff, and classifying revenue so received as freight, held not 
entitled to good-faith ferry certificate (Laws 1927, c. 248). 

Laws 1927, c. 248, provides that certificates of public con- 
venience and necessity should be granted to steamboat com- 
Pany if on January 15, 1927, company was actually operating 
M good faith over route for which certificate was sought.—Ibid. 

Ferry certificate could not be granted one not entitled 
thereto for good-faith operation until department determined 
whether operation would invade territory already served (Laws 
1927, ¢, 248) .—Ibid. 

Superior court erred in deciding case on point not considered 
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by public works department amending good-faith steamboat 
certificate to include ferry service.—Ibid. 








Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1930, by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 


(Supreme Court of Alabama.) Carrier was not liable for 
value of carload of lumber placed on proper transfer track, 
where it was destroyed by fire caused by lightning striking 
adjoining compress; no negligence of carrier’s agents being 
shown. 

The bill of lading provided carrier should not be liable for 
any loss caused by act of God. The carload of lumber had 
been placed upon a transfer track to be taken further by an- 
other carrier, which was the customary mode of handling for 
delivery to said carrier. Within less than two hours after said 
lumber had been placed on the transfer track, lightning struck 
a nearby compress and set fire thereto, which fire was com- 
municated to the carload of lumber, causing its destruction.— 
Britton Lumber Co. vs. Central of Georgia Ry. Co., 127 So. Rep. 
824. 

That carrier knew cotton was stored in compress, and was 
aware of othér dangerous conditions, held not to render it liable 
for damage to carload of lumber by fire communicated from 
compress when struck By lightning.—Ibid. 

CARRIAGE OF LIVE STOCK 

(Supreme Court of Alabama.) Carrier’s “delivery” of live 
stock does not mean delivery at town or place of destination, 
but at point where stock may be unloaded.—Louisville & N. 
R. Co. vs. Kinney, 127 So. Rep. 802. 

Count against carrier for damage to mules from delay in 
transit held not demurrable. 

The complaint alleged that delivery was not made for more 
than 24 hours, though carrier by exercise of reasonable diligence 
could have delivered mules within 12 hours, and that after 
reaching destination car was placed on sidetrack for 4 hours 
before being placed at live stock pen where plaintiff could unload 
mules.—Ibid. 

Question whether special damages alleged are recoverable 
should be raised by motion to strike, objection to evidence or 
instructions, and not by demurrer.—Ibid. 

Where jury could infer unreasonable or negligent delay in 
carriers’ delivery of mules, burden was then on carrier to show 
no unreasonable delay or that delay did not cause injury.—Ibid. 

In action against carrier for injury to stock, charge on bur- 
den of proof held not erroneous. 

The charge stated that when plaintiff proved difference in 
value of mules when delivered to carrier and when delivered 
to consignee, burden shifted to carrier to show either that there 
was no unreasonable delay or that delay was not proximate 
cause of damage.—lIbid. 

In action against carrier for damage to mules, oral charge 
on measure of damages held not erroneous. 

The charge stated that the amount of recovery depended 
on market value at time of delivery to carrier and at time of 
delivery to consignee, with interest from time they were de- 
livered. It also stated that the basis of damages would be 
the difference in market value between time mules were loaded 
and time they were received by consignee.—Ibid. 





(Supreme Court of Alabama.) Shipper suing carrier for 
negligent delay makes prima facie case by showing loss or 
injury in transit, shifting burden to carrier to acquit itself of 
negligence.—Louisville & N. R. Co. vs. Kinney, 127 So. Rep. 804. 

In action against carrier for injury to stock, charge on bur- 
den of proof held bad in form. 

The charge stated: “I charge you that the burden is on 
the plaintiff to show or prove that the L. & N. Railroad Company 
failed to deliver the mules within a reasonable time.”—Ibid. 


W. V. CONSTRUCTION CASE 


In No. 796, Chesapeake & Ohio vs. United States, Guyandot 
& Tug River et al., in which the C. & O. is attacking the order 
of the Commission in Finance No. 5161, et al., authorizing the 
Guyandot & Tug River to construct and operate a line of rail- 
road from Wharncliffe to Gilbert, W. Va., the Supreme Court 
of the United States has ruled that probable jurisdiction has 
been shown. The district court for the southern district of 
West Virginia refused to enjoin the order and the C. & O. 


appealed. 
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Shipping Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, 


published by West Publishing Co., St. Paul, Minn. Copyright, 
1930, by West Publishing Co.) 
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(District Court, E. D., New York.) In libel against steam- 
ship for damages to shipment of apples and pears through neg- 
lect in not maintaining proper temperature and sufficient ven- 
tilation, evidence held sufficient to show that shipment was in 
reasonably good condition when placed on ship, and that con- 
siderable amount was in damaged condition when it reached 
destination.—The Vestris, 38 Fed. Rep. (2d) 992. 

Where special care is required by clauses in shipping con- 
tract referring to refrigeration and chambers with special tem- 
perature, reasonable care must be taken to see that it is exer- 
cised, and, if carrier fails to exercise care required, it may be 
liable for damage, even where nature of damage, otherwise 
unexplained, is within exception of contract.—Ibid. 

In libel against steamship to recover damages sustained by 
shipment of apples and pears through neglect in not maintain- 
ing proper temperature and sufficient ventilation, evidence held 
sufficient to show neglect in not providing proper ventilation, 
justifying decree for libelant, though mere fact that fruit was 
not carried in refrigerated chamber did not show carelessness 
under circumstances.—Ibid. 


(Supreme Judicial Court of Massachusetts, Suffolk.) Con- 
tract to lighter and store all cement arriving for promisee dur- 
ing year at so much per ton held indivisible contract—Hughes 
vs. Rendle Corporation, 171 N. E. Rep. 236. 

Failure to pay $168.23 of $568.23 due within five days for 
lightering cement was breach of indivisible contract, warranting 
refusal of further performance. 

The contract provided that promisor should lighter and store 
all cement during a certain year that should be delivered for 
promisee, and promisee agreed to pay so much per ton within 
five days of delivery.—Ibid. 

(Supreme Court of Iowa.) Only question on appeal was 
correctness of decree denying injunction because of partial in- 
validity of statute, notwithstanding brief of amicus curiz attack; 
ing statute other grounds (Code 1927, secs. 5105-al to 5105-a57; 
Const. art. 3, sec. 30). 

The state, on the relation of the Board of Railroad Com- 
missioners, sought to enjoin defendant motor carrier from oper- 
ating without a certificate of convenience and necessity re- 
quired by Code 1927, sec. 5105-a6, and otherwise failing to com- 
ply with sections 5105-al to 5105-a57, dealing with the regulation 
and taxation of motor vehicle carriers. The defendant claimed 
to be engaged exclusively in interstate commerce, and alleged 
that statute was in conflict with commerce clause and the 
fourteenth amendment of the Federal Constitution, and also with 
State Constitution, art. 3, sec. 30, as being class legislation. 
The trial court refused the injunction on the ground that section 
5105-a26, requiring liability insurance bond for injuries to per- 
sons and property of interstate passengers, was unconstitutional. 
No argument was made by defendant in Supreme Court, but a 
“brief and argument amicus curize’” was filed assailing the 
validity of the statute on various grounds.—State ex rel. Board 
of Railroad Com’rs vs. Martin et al., 230 N. W. Rep. 540. 

Court will not, at instance of stranger to litigation, search 
for or pass upon grounds of invalidity of statute not presented 
by parties.—Ibid. 

State’s difficulty in refuting motor carrier’s contention he 
was not engaged in intrastate commerce furnished reason for 
enforcing license requirements, insuring supervision. 

It was conceded that the motor carrier was using the public 
highways of the state for his own private profit, and his con- 
tention that he was operating exclusively in interstate com- 
merce was not denied. The carrier, however, was using the 
highways from one end of the state to the other, and it would 
be almost impossible for state to prove he was engaging in 
intrastate commerce.—lIbid. 

Motor carriers may be subjected to reasonable non-discrimi- 
natory regulations for public safety, and to reasonable taxation 
for using highways.—Ibid. 

Licensing of motor carriers is proper means for obtaining 
supervision and insuring compliance with laws and valid ad- 
ministrative regulations.—Ibid. 

Interstate carriers are subject to reasonable, uniform, non- 
discriminatory regulations for public safety, unless such regu- 
lations unreasonably burden interstate commerce.—lIbid. 
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Statute regulating motor carriers may not be held enti 
invalid nor inapplicable to interstate carriers because _ 
provisions are unconstitutional. Some 

The commerce clause of the Federal Constitution Operat 
as an impediment to application and enforcement of such stat - 
only to extent that application and enforcement would b me 
contravention thereof.—lIbid. a 

Since presumption is that legislature intended not to invad 
field wherein federal government has exclusive jurisdict; : 
statute should, if possible, be construed accordingly——Ibiq 

Right to engage in interstate commerce may not be co 
ditioned upon state’s determination whether public convenience 
and necessity would be promoted (Code 1927, sees. 5105-a6 
5105-a7, 5105-a9). 

Under Code 1927, sec. 5105-a6, any motor carrier Within 
state is required to obtain certificate of public convenience and 
necessity which, pursuant to section 5105-a7, may not be issued 
until board of railroad commissioners after public hearing has 
found that proposed service would promote public convenience 
and necessity, and by section 5105-a9 the exercise of rights cop. 
ferred by the certificate may be subjected to such conditions 
as public convenience and necessity may require.—lIbid. 

Motor carrier, not applying for statutory license, could not 
defend on ground illegal requirements might be made, if license 
could have been granted without illegal conditions (Code 4997 
secs. 5105-a4, 5105-a18). 

The board of railroad commissioners, in authorizing motor 
vehicle carriers to operate within the state, was given broad 
powers of supervision and discretion in adjusting details, Ry 
Code 1927, secs. 5105-a4, all control, power and authority over 
railroads and railroad companies vested in commissioners were 
extended to motor carriers, and under section 5105-a18, the 
application for the statutory certificate of public convenience 
and necessity might be granted in whole or in part upon guch 
terms, conditions, and restrictions, and with such modifications 
as to schedule and route, as might seem just and proper.—Ibid, 

Statute requiring liability insurance bond was valid if lim. 
ited, in case of interstate carriers, to damages suffered within 
state by non-passengers (Code 1927, sec. 5105-a26). 

Code 1927, sec. 5105-a26, provides that no certificate of con- 
venience and necessity required by section 5105-a6 shall be is. 
sued to motor carrier until applicant shall have filed a liability 
insurance bond in form to be approved by the board of railroad 
commissioners, binding obligors thereunder to make compensa- 
tion for injuries to persons and property resulting from the 
operation of the motor carrier.—lIbid. 

Regarding state’s right to enjoin interstate carrier not com- 
plying with statute, it could not ke anticipated that statutory 
liability bond would be required in illegal form (Code 1927, secs. 
5105-a6, 5105-a26).—Ibid. 

Interstate motor carrier, not complying with state license 
requirement, was properly enjoined by board of railroad com- 
missioners, in view of broad statutory provisions (Code 1927, 
secs. 5105-al to 5105-a39, 7865-7912).—Ibid. 


BUSINESS AND TRANSPORT 


Julius H. Barnes, chairman of the National Business Sur- 
vey Conference, making known the results of a survey of busi- 
ness conditions, in part, said: 


Class I railroads for the first quarter of 1930 show capital expen- 
oo of $224,000,000, compared with $127,000,000 in the first quarter 
oO , 

On May 1 railroads have on order 33,723 new freight cars, against 
44,429 in 1929, but had placed in service during the first four months 
84,725 new freight cars compared with 15,927 in 1929. Locomotives on 
order on May 1 were 362, compared with 346 on May 1, 1929, while in 
the first four months 283 new locomotives were placed in service as 
compared with 166 for the similar period of 1929. 


Car loadings for the first nineteen weeks of 1930 showed 4 
decrease of about 8 per cent below 1929, and about 4 per cent 
below 1928. 547 000 

Total employes on March 15 on Class I railroads were 1,547,! 
against 1,504,000 on February 15, and against 1,628,000 last year. 

On highway construction contracts reports from the governors 
of 35 states to Secretary of Commerce Lamont covering almost } 
per cent of the country show contracts awarded during the first 
quarter of a value of $114,000,000 against $51,000,000 for corresponding 
period of last year. 

Employment in shipyards continues to expand. Shipyards are 
receiving contracts for important new ocean construction following 
recent ocean maii awards. , 

April motor vehicle production of 467,000 units exceeds all previous 
Aprils except 1929. Dealers’ stocks of both new and used cars - 
reported below normal for this time of year. Foreign sales in _— 
were 71,000 cars but in the first quarter of 1930 foreign shipments 
declined 46 per cent below the first quarter of 1929. 

Payroll indices of automobile manufacturers indicate April 4 Pé 
cent over March. x t 

Tire production in April of 4,494,910 increased about 15 per cen 
over March and 23 per cent over February. dex 

Tire price index was slightly lower than in March. Pay roll in 
for April was about 9 per cent over March. : ive 

Reports indicate automobile parts and accessories continue active. 
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Between the Package and the Box Car 


steel Container Cars of L. C. L. Corporation and Keystone Corporation Represent End-Product 
of Long Search for Practical Mobile Shipping Unit Between Individual Package and 
Box Car—A Means of Coordinating Rail and Motor Transportation and a Weapon 
in Hands of Railroads to Deal with Inroads of Trucks—Many Handling 
Economies—Rate Basis Principal Obstacle in Way of General Adoption 


By HoMER H. SHANNON 


HE container car is “a splendid piece of equip- use in meeting the growing truck competition. The 
ment.” So said Examiner Harry C. Ames, in the paradox in those two statements is not as irreconcilable 
proposed report covering the general investigation as some of the other contradictory assertions to be met 
of container car service instituted by the Commission in with in the literature on the subject. The coordination 


Docket 21723, and the 
investigation and = sus- 
pension proceeding, No. 
3198, that fgrestalled 
establishment “of the 
service on lines of the 
Missouri Pacific from 
St. Louis west to Denver 
and southwest to Fort 
Worth and Dallas. As 
such, it carries, in its 
neat, steel workman- 
ship, potentialities of a 
revolutionary change in 
the handling of merchan- 
lise freight and a 
variety of perils for the 
railroad that would use 
it and the freight rate 
structures that have been 
built up painfully out of 
a century of experience 
—according to whether 
one listens to its friends 
or its enemies. 

“Nobody knows cer- 
tainly whether it is a 





referred to is ‘that of 
linking up rail and mo- 
tor service in terminal 
operations, while the 
competition is an in- 

terterminal affair. 
yeneral W. W. Atter- 
bury is quoted as saying 
that “it (the container 
car) may ultimately re- 
lieve us of one of the 
most expensive of our 
activities in the han- 
dling of less-than-carload 
freight at transfer sta- 
tions.” A striking pres- 
entation of the collec- 
tive or general problem 
the railroads are faced 
with in handling less- 
carload shipments is con- 
tained in Commission 
and other figures show- 
ing that that class of 
Keystone car and container, showing removal of container from car by traffic represents only 
gantry crane for transfer to truck or station platform. about three per cent of 


the total tonnage han- 





fairfaced hero or a villain with curling black mous- dled by the Class 1 railroads, but requires approximately 
tache,” said a writer in a recent article. The questions 25 per cent of all their equipment and produces nearly 
it propounds are as rich in controversy as the old one, 30 per cent of all claims for loss and damage. That 
reputed to have troubled philosophers since time began, picture is only slightly modified by the fact that L. C. L. 
as to whether the hen or the egg came first. traffic produces a little more than ten per cent of 


On the 
one hand, 
it is said 
to offer a 
partieu- 
larly time- 
ly oppor- 
tunity for 
toordina- 
tion of rail 
ind motor 
services; 


on the 
other, to 
be the 


host effec- 
tive weap- 
O yet de- 
vised for 


railroad Placing containers on waiting trailers by the two methods for delivery to consignee. The trailer on the left 
Cc 





the total 
freight 
revenue of 
the rail- 
roads. 

A slight 
indication 
of the im- 
portance 
or: tre 
truck com- 
petition 
the rail- 
roads are 
now faced 
with is 
found ina 
—_| statement 
by J. F. 


has space for three containers. Deasy, as- 
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sistant vice-president in charge of operation of the Pennsylvania. 
At one of the Commission hearings on the container question 
he estimated that his line alone had lost in excess of $27,000,- 
000 revenue in 1925, due to truck competition. Expedition of 
the container movement, coupled with its door to door fea- 
ture and elimination of packing, is expected to go a long way 
in off-setting that. 


An Old Problem 


Experimental efforts to provide some kind of portable 
unit for holding merchandise and baggage transported by 
the railroads or other carriers have been in process for 
many years. A patent was granted in England as long ago 
as 1845 for a shipping container embodying essential fea- 
tures of the present-day containers. It was primarily de- 
signed to facilitate transfer of lading between roads having 
track of varying gauge. The records reveal that a wheeled 
container was in use on the Camden and Amboy Railroad in 
1849. It was primarily used for the transportation of bag- 
gage and was rolled on and off specially designed flat cars 
and ferry boats. 

The intervening time has not been without its “experi- 
ments” of this sort. It seems that it occurred naturally to 
the inventive or original mind to attempt the creation of 
some practical shipping unit in the wide territory between 
the individual package and the box car or other railroad 
car. 

The modern container, created by the L. C. L. Corpora- 
tion, however, and its attendant perplexities for railroad 
operating men, Commission staff, competing shippers, and 
others, came into being largely through the efforts of Alfred 
H. Smith, former president of the New York Central. He 
is the dominant figure in the development of the container 
car, “as conceived within this generation,” to use the ex- 
pression of another person closely associated with its devel- 
opment—G. C. Woodruff, chairman of the board, United 
States Freight Company and vice-president of the L. C. L. 
Corporation. 


had been experimenting with the idea since about 1918 
The two services are directly competitive and, in essentials. 
are identical, both as to general theory of operation and con. 


struction of containers and the cars designed to carry them 
Certain differences there are, of course, which serve ag basis 
for the patents held by the two companies. Those differences 
of construction are generally regarded as an impediment in the 





The curtain was raised on Mr. Smith’s efforts in March, Removing the new type of shipping ‘“‘safe’’ from the car at destination 


1921, when a container car service was installed between 

Cleveland and Chicago by the New York Central. It did not 

work out satisfactorily and was withdrawn before the end 
of the year, to be followed in October 1922, by the establishment 
of a service between New York and Buffalo. Between that 
time and the end of 1928 there were numerous additions to 
the service, confined to eastern and New England territories. 





New type of car developed by L. C. L. Corporation, with six containers 
set in as many separate compartments on legs for removal by lift truck 
or crane. 


by means of specially designed lift truck. 


way of creation of a nation-wide universally interchangeable 


service. 


Burglar Proof Safes for Shipping 


The containers themselves are simply large steel boxes 
designed to be handled as units, into which merchandise 
may be loaded. It is as though the railroads had at last 
devised Gargantuan trunks for packing the endless variety 
of objects placed in their care for movement about the 
country. In a sense, the difference between the container 
method of handling L. C. L. shipments and its predecessor 
is well illustrated by the contrast that would exist between 
a traveler equipped with modern luggage containers and an- 
other attempting to get along from one train to another 
with nothing better than arms for holding together an assort- 
ment of shirts, toilet articles, coats, and vacation equip- 
ment. Actually, except for certain more or less external 
considerations, the container car is a greater simplification 
than that comparison would indicate. That is due to the 
fact the luggage in the arms of the traveler all has a single 
destination, while that in the box cars of a single train may 
have a thousand destinations. The container not only pro- 
vides a convenient package for the movement, but also serves 
as a means of segregating goods as between shipments desig- 
nated for particular consignees and destinations. Of course 
the box car has served that purpose, in a rough way, as con- 
trasted with the train, but it was never possible to handle 
it over the streets of a city directly between shipper or re- 
ceiver. With the aid of private rail sidings, something or 
that sort is done, but that is principally confined to carload 
traffic and certainly seldom is possible at both receiving and 
delivering ends on less-carload traffic. 

The dimensions of the containers produced by the L. 
C. L. Corporation differ from those of the Keystone Corpora- 
tion product only by a few inches. The space capacity of 
the former is given as 4388 cubic feet, while that of the 
latter is 440 cubic feet. Both have a maximum loading 
capacity of 10,000 pounds, according to their sponsors. The 
empty containers weigh approximately 3,000 pounds. They 


Further extensions have been held up, pending the Commission’s are made of sheet steel, reinforced with pressed steel mem- 
decision in the container car cases. bers, with a single large door in one side. The Keystone con- 

In addition to the containers placed in service by the tainers load five to a specially constructed flat car. Retaining 
L. C. L. Corporation, the Pennsylvania Railroad placed con- and guide blocks built into the framework of the cars hold the 
tainer cars in operation between a number of the more im- containers firmly in position after they are placed there by 
portant eastern terminals in 1928, using containers manufac- the gantry cranes used in handling them to and from the cars. 
tured by the Keystone Corporation, a Penroad subsidiary. It A somewhat longer car is used in connection with the L. C. L. 
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containers, providing for six to the car. It is of the gondola 
type, with slots and guides to hold the containers in place. 


Drop Side Car in Service Soon 


More recently, a new type of car has been developed by 
the L. C. L. Corporation, known as the drop side car. It is 
of the gondola type, but has six individual compartments for 
the containers, with hinged sides. The new type container 
stands on legs approximately twelve inches long, which permits 
removal and handling by specially designed lift trucks. The 
legs themselves set in places constructed to hold them in posi- 
tion without shifting while in the car. When the car is set 
along side a loading platform, the compartment sides may be 
lowered, providing a short ramp between platform and car for 
manipulation of the lift truck. One car of this type has been 
operating continuously between New York and Chicago experi- 
mentally in the handling of express shipments for some months. 
None are as yet employed in movement of freight, but it is 
stated that they will be placed in that service in the next 
thirty days. They are expected completely to replace the other 
containers of the L. C. L. Corporation. Eyes at the top for con- 
venience in handling by crane are retained on the new type 
container, so they can be handled by either method. Adaptation 
of the lift truck principle is regarded by its sponsors as a dis- 
tinct step forward toward greater ease of handling, as well 
as in elimination of expensive and less flexible crane equip- 
ment. 

The container car falls directly in line with other recent 
so-called improvements in “materials handling” clustering about 
transportation. And, as previously indicated, it is expected to 
aid materially in coordination of rail and motor services in 
terminal operation. 


Materials jhandling improvements were first intensively 
cultivated in connection with production, but, with the shift 
in attention from production economies to transportation econ- 
omies on the part of business, which a good many observers 
declare has taken place in recent years, many innovations in 
methods of handling shipments have appeared. None seems 
more likely to bring about a real revolution in accepted prac- 
tices than the container car, through sheer force of improved 
and better equipment. 


Three Distinct Uses 


Broadly outlined, this piece of equipment has three dis- 
tinctive uses. The first is as a piece of railroad equipment for 
use between terminals to avoid handling at intermediate trans- 
fer houses. A railroad that receives a large amount of mer- 
chandise freight necessarily loads some of it into cars billed to 
transfer points where the freight is taken out of cars and 
then placed in others for way-freight movement or to be car- 
ried on to other transfer points. The container provides a 
somewhat smaller unit for the segregation of freight in terms 
of destination and can be transierred from one car to another 
with much less labor than can the individual pieces that go 
into it. The expense of handling transfer freight is roughly 
figured at about 85 cents a ton, not including overhead, as 
contrasted with a cost of about 19 cents for transferring a con- 
tainer. As the maximum carrying capacity of the container is 
10,000 pounds, that would give a minimum cost of two cents a 
ton for the transfer, ranging up to a maximum of ten cents. It 
is pointed out that, on shipments from a New England or 
eastern point to a point in the far west, a car may pass through 
as many as three or four transfer points, so that the saving is 
cumulative. In addition to the labor saving, freight shed space 
required for the container transfer is much less than that of 
the older method. 


The second and more ideal use is in direct shipment be- 
tween one consignor and one consignee. Still more handlings 
are avoided when the shipper loads the container at his own 
plant and it is transported directly to that of the ultimate 
receiver. The limiting feature here is that the size of the con- 
tainer is such that relatively few shippers can make use of this 
kind of movement. Of course, there are a larger number who 
can load a number of shipments destined to a single city in 
one container and realize on the advantages to that extent. 
Under the single-shipper, single-receiver movement, probably 
the most important saving is that of elimination of standard 
packing. Carrier packing requirements are completely done 
away with. The shipper may place his own lock on the con- 
tainer, which is not opened until in the hands of the consignee. 
The goods are handled only twice, once into and once out of 
the container, in contrast with the multiplicity of handlings 
otherwise involved. Further economies include the rate saving, 
at present available, and reduced paper expense both for the 
railroad and shipper. One bill of lading is all that is necessary 
for the individual container. Claims are done away with. 

The third type of container movement involves the inter- 
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mediary service of the forwarding company. It at present 
represents the preponderance of the container movement. 
According to the testimony of New York Central representa- 
tives in the container case, that line deals with only 145 or 
150 shippers in connection with its container service. A rep- 
resentative of the Universal Carloading and Distributing Com- 
pany, subsidiary of the United States Freight Company, recently 
estimated that his company used approximately 90 per cent of 
the containers in service. The forwarder uses the container 
as a means of consolidating shipments between the large ter- 
minals and thereby is able to realize the usual economies for 
shippers and cut the rates that would otherwise apply on the 
shipments. The railroad is able to effect the handling econ- 
omies attached to the service and in some cases give more 
expeditious delivery. Universal began using the containers in 
January, 1928. According to the examiner’s proposed report in 
the container case, container shipments increased 220 per cent 
in that year, as contrasted with an average increase of about 
12 per cent annually in preceding years. Universal loaded 
69,000 containers last year. 


(Points Served 


L. C. L. containers are at present used by the New York 
Central, Boston and Albany, Lehigh Valley, Baltimore and Ohio, 
Reading, and Central of New Jersey. Service is provided be- 
tween the following cities: Boston and Springfield, Mass.; New 
York, Utica, Syracuse, Rochester and Buffalo, N. Y.; Pittsburgh, 
Erie, ‘Wilkes-Barre and Philadelphia, Pa.; Newark N. J.; Bal- 
timore, Md., and Cleveland, O. 

The Keystone equipment of the Pennsylvania is operating 
between New York, Baltimore, Philadelphia, Pittsburgh, 
Newark, Buffalo, and Cleveland. A recent pamphlet states 
that the Pennsylvania has 125 flat cars and 510 containers in 
the service. 

At the time the Commission instituted the investigation 
holding up further extensions of the service, the eastern lines 
had made plans for its use throughout Central Freight .Asso- 
ciation Territory and as far west as Chicago and St. Louis. 

There are, besides the services outlined, a number of varia- 
tions on the same theme. The Boston and Maine has for a 
number of years used what is known as a “Freightainer,” con- 
structed of steel and wood, on its lines in and around Boston. 
The containers are slightly smaller than those manufactured 
by the L. C. L. Corporation and the Keystone Corporation. 
They are on special casters and can be rolled on and off 
especially designed cars used in conjunction with them. Each 
container will carry an average load of about 3% tons. 

The Chicago, North Shore and Milwaukee electric line has 
used unit containers in its freight service between Chicago 
and points along the west shore of Lake Michigan, for a number 
of years. It has developed a standardized truck trailer which 
is rolled on and off flat cars. 


A number of efforts have been made to introduce containers 
of smaller size that can be moved into and out of standard 
box car equipment, but no effort will be made here to catalogue 
all the expressions that have been given to the search for a 
means of reducing handling costs on merchandise shipments. 
They illustrate that the consciousness that a problem exists, 
and that there is the possibility of some solution more satis- 
factory than that generally accepted, has not been closely re- 
stricted either geographically or in time. The container prin- 
ciple has also been applied to carload shipments of brick, 
cement, lime and other commodities by the New York Central 
in New York state. 

That the equipment now available and the plan of opera- 
tion are fundamentally sound, from the point of view of total 
cost of service, seems hardly open to question, at least be- 
tween large population centers. Whether or not it will be 
possible to devise a rate basis that will be acceptable both to 
shippers and carriers is another matter entirely. 


Rate Basis Principal Objection 


At present, rates are on a straight weight-mileage basis. 
The rate is five cents a mile, on a minimum container load of 
4,000 pounds, increasing 4% cent for each 500 pounds or fraction, 
up to 10,000 pounds, giving a maximum rate on a container of 
eight cents a mile. A minimum charge of $8.25 a container 
is maintained on short hauls, so that the least revenue pro- 
duced by the six container cars on a loaded movement is 
$49.50. The classification principle in making rates is aban- 
doned. Demurrage is assessed against the individual container 
at 50 cents a day, when held in excess of twenty-four hours. 
Shipments are released by the shipper at a declared valuation, 
subject to certain tariff restrictions as to what may be loaded 
in the containers. 

Examiner -Ames, in his report, said the carriers sacrificed 
50 per cent of their revenue under the container rates. Carriers 
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favoring their use assert that, though gross revenue is less, 
net is higher. Opposing carriers insist that both gross and 
net are curtailed. But it is generally agreed that the more 
substantial obstacles in the way.of their ultimate adoption as 
a standard part of transportation are those arising from the 
way in which the rates are made. A surprising number of 
anomalies result that will not line up with the various sections 
of the interstate commerce and transportation acts without a 
substantial amount of tinkering. 

Examiner Ames has proposed that the rates should be made 
on the basis of third class, subject to the highest classification 
applicable to any article in the container, and with a single 
container minimum. It would seem that usefulness of the con- 
tainers will be considerably impaired unless that minimum is 
kept low. On the other hand, without an inducement to the 
shipper to load as much as possible in a single container, their 
efficiency will be reduced. 

At any rate, it will be interesting to watch the result of 
this effort to find a practical shipping unit between the pack- 
age and the box car. 


REVENUE FREIGHT LOADING 


Loading of revenue freight the week ended May 24 totaled 
931,472 cars, according to the car service division of the Ameri- 
can Railway Association. This was an increase of 1,468 cars 
above the preceding week, but a reduction of 130,616 cars below 
the same week in 1929. It also was a reduction of 89,931 cars 
under the same week in 1928. 

Revenue freight loading by districts the week ended May 
24 and the corresponding period of 1929 was reported as follows: 


Eastern district: Grain and grain products, 6,342 and 6,915; live 
stock, 2,157 and 2,047; coal, 37,148 and 41,028; coke, 2,197 and 3,279; 
forest products, 3,526 and 4,219; ore 5,340 and 6,920; merchandise, L. 
Cc. L., 67,528 and 73,206; miscellaneous, 92,552 and 114,146; total, 1930, 
216,790; 1929, 251,760; 1928, 243,131.. 

Allegheny district: Grain and grain products, 2,926 and 3,143; 
live stock, 1,678 and 1,660; coal, 34,497 and 40,975; coke, 4,559 and 
6,131; forest products, 2,759 and 3,307; ore, 10,719 and 14,978; mer- 
chandise, L. C. L., 52,348 and 56,209; miscellaneous, 81,012 and 97,240; 
total, 1930, 190,498; 1929, 223,643; 1928, 209,904. 

Pocahontas district: Grain and grain products, 231 and 213; live 
stock, 115 and 108; coal, 35,410 and 40,588; coke, 325 and 436; forest 
products, 1,362 and 1,637; ore, 312 and 374; merchandise, L. C. L., 
7,016 and 8,231; miscellaneous, 7,856 and 7,653; total, 1930, 52,627; 1929, 
59,240; 1928, 57,214. 

Southern district: Grain and grain seetects, 4,078 and 3,850; live 
stock, 1,328 and 1,549; coal, 17,193 and 20,189; coke, 426 and 487; for- 
est products, 14,832 and 20,891; ore, 968 and 1,127; merchandise, L. 
Cc. L., 38,801 and 40,018; miscellaneous, 47,901 and 53,489; total, 1930, 
125,527; 1929, 141,600; 1928, 142,650. 

Northwestern district: Grain and grain products, 9,316 and 9,768; 
live stock, 6,219 and 7,094; coal, 4,265 and 5,259; coke, 1,482 and 1,854; 
forest products, 13,919 and 19,185; ore, 37,901 and 45,072; merchandise, 
L. Cc. L., 31,699 and 33,200; miscellaneous, 41,981 and 46,328; total, 
1930, 146,782; 1929, 167,760; 1928, 157,679. 

Central Western district: Grain and grain products, 11,185 and 
10,336; live stock 9,543 and 10,483; coal, 8,188 and 8,919; coke, 241 
and 279; forest products, 9,201 and 11,990; ore, 3,130 and 4,563; mer- 
chandise, L. C. L., 33,386 and 34,950; miscellaneous, 55,636 and 59,992; 
total, 1930, 130,510; 1929, 141,512; 1928, 137,514. 

Southwestern district: Grain and grain products, 4,681 and 5,143; 
live stock, 1,762 and 2,485; coal, 3,162 and 3,550; coke, 138 and 163; 
forest products, 5,636 and 7,870; ore, 527 and 451; merchandise, L. C. 
L., 15,498 and 16,423; miscellaneous, 37,334 and 40,488; total, 1930, 
68,738; 1929, 76,573; 1928, 73,311. 

Total, all roads: Grain and grain products, 38,759 and 39,368; live 
stock, 22,802 and 25,426; coal, 139,863 and 160,508; coke, 9,368 and 
12,629; forest products, 51,235 and 69,099; ore, 58,897 and 73,485; mer- 
chandise, a 6,276 and 262,237; miscellaneous, 364,272 and 
419,336; total, 1930, 931,472; 1929, 1,062,088; 1928, 1,021,403. 


Loading of revenue freight in 1930 compared with the two 
previous years follows: 





Four weeks in January.......... 3,349,424 3,571,455 3,448,895 
Four weeks in February......... 3,505,962 3,766,136 3,590,742 
Five weeks in March.......s.e«. 4,414,625 4,816,937 4,752,559 
Pour weeks in April. ....cccacrece 3,619,293 3,989,142 3,740,307 
Week ended May 3............- 42,899 1,051,935 978,053 
Week ended May 10............. 933,931 1,048,960 1,002,411 
Weer GmGeG Bey 17......cciccds 930,004 1,046,594 1,003,288 
Week ended May 24............. 931,472 1,062,088 1,021,403 

dca dietd dna darere cies aa sane al 18,627,610 20,352,247 19,537,658 





PEORIA TRACKAGE RIGHTS 


Upon the ground that it was without jurisdiction, the fed- 
eral court for the northern district of Illinois has dismissed the 
bill in equity No. 9499, Toledo, Peoria & Western vs. United 
States et al., in which the plaintiff sought a permanent injunc- 
tion forbidding the enforcement of the Commission’s decision 
in the case brought by the Chicago & Alton whereby the latter 
sought to retain its right to operate over the Toledo, Peoria & 
Western tracks into Peoria, 146 I. C. C. 171. 

The litigation grew out of the dispute between the Chicago 
& Alton and the T. P. & W. in the course of which the latter 
served notice of the termination of the lease under which the 
Alton was using the T. P. & W. tracks. The latter ordered the 
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Alton to vacate its property. Thereupon the Commission issued 
its service order, No. 46, requiring the continued operation of 
the Alton under the trackage right. The Alton also asked the 
Commission to fix the terms and compensation upon which it 
might continue to use the T. P. & W. tracks. The Commission 
found that it had power under section 3 (4) to require use by 
the Alton of main-line tracks of the T. P. & W. to a connection 
with the Peoria & Pekin Union at Peoria; that such use was 
in the public interest, was practicable, and would not substan. 
tially impair the ability of the T. P. & W. to handle its ow 
business. The Commission, however, gave the conclusion that 
its service order was not needed because it was of the opinion 
that the Alton’s operation over the T. P. & W. track could not 
lawfully be discontinued without a certificate from it and that 
discontinuance of such operation without authority from the 
Commission might be prevented by injunction. Therefore, the 
only affirmative part of the Commission’s order in the litigation 
was that setting aside its service order. 

The court, composed of Circuit Judge Alschuler and District 
Judges Carpenter and Wilkerson, in an opinion written by the 
Circuit Judge, said that the order in this case was negative in 
that the Commission merely set aside its service order on 
the ground that it was unnecessary if not ineffective. The court 
said that the annulment of its service order by the Commission 
did not affect the relations of the parties respecting compensa- 
tion as they were prior to the filing of the Alton’s petition, 
Judge Alschuler said the court was of the opinion that the order 
sought to be enjoined was not an order as to which the urgent 
deficiencies act, as construed by the Supreme Court, conferred 
jurisdiction upon the court to enjoin, set aside, annul, or suspend, 


CONDITION OF EQUPIMENT 


Class I railroads on May 15 had 131,935 freight cars in 
need of repairs, or 5.9 per cent of the number on line, accord- 
ing to the car service division of the American Railway Asso- 
ciation. This was an increase of 2,070 cars over the number in 
need of repair on May 1, at which time there were 129,865 
or 5.9 per cent. Freight cars in need of heavy repairs on May 
15 totaled 90,947 or 4.1 per cent, an increase of 953 compared 
with the number on May 1, while freight cars in need of light 
repairs totaled 40,988 or 1.8 per cent, an increase of 1,117 com- 
pared with May 1. 

Class I railroads of this country on May 15 had 8,625 loco- 
motives in need of repair or 15.4 per cent of the number on 
line. This was an increase of 403 locomotives compared with 
the number in need of repair on May 1, at which time there 
were 8,222 or 14.7 per cent. Locomotives in need of classified 
repairs on May 15 totaled 4,822 or 8.6 per cent, an increase of 
259 compared with May 1, while 3,803 or 6.8 per cent were in 
need of running repairs, an increase of 144 above the number in 
need of such repairs on May 1. Class I railroads on May 15 
had 7,101 serviceable locomotives in storage compared with 
7,294 on May 1. 








TOBACCO STORED AT NORFOLK 


The above photograph shows bales of Turkish tobacco stored at the 
Norfolk Tidewater Terminals. Within the last few months, this 
terminal has handled Turkish tobacco valued at more than $25, 
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Transportation Charges and the Market Area 


Ninth of a Series of Articles on the Relations Between Transportation, Production, and 
Marketing, by Prof. L. C. Sorrell 


The Spread Between the Freight Rates on Raw 
Materials and the Products Thereof 


[iis two preceding articles considered the effect of 
freight rates on the markets enjoyed by producing 
territories, both under the condition where sub- 
stantial equality in distance existed and where disparity 
was pronounced. Improvements in long distance trans- 
port, translated into freight rate structures, slowly 
progressing distance scales, blanket rates, and fourth 
section relief granted to meet market competition, tend 
to enlarge the markets accessible to the more distant 
producers. Flat percentage methods of increasing or 
reducing rates, as compared with specific increases or 
decreases, as well as fixed versus variable arbitraries 
between localities, widen or contract the spreads between 
long haul and short haul competitors and disturb market 
relationships. 

In many instances, the case of the long haul-short 
haul rate spread is complicated by the presence of 
another rate relationship—the spread between the rates 
on raw material or semi-manufactured goods and the 
rates on the products made from those materials. This 
issue appears to be most controversial where production 
areas of the raw material are far removed from the 
consuming area of the finished goods, where the values 
of the finished product are not greatly in excess of those 
of the materials from which they have been derived, and 
where the fabricating plants have been located both in 
proximity to the materials and near to the consuming 
region. Should the rate on the materials exceed that on 
the product, plants located in the market will encounter 
difficulty in maintaining themselves, and the converse 
relation will create difficulties for the establishments 
nearer the materials. The solution will be complicated, 
of course, by the waste eliminated in the process of 
fabrication, the presence of by-products requiring the 
same or different markets, as well as the shifting of raw 
material productive areas and changes in consumer 
habits. Diverse policies will be followed by different 
shippers, as some may be located only in one area while 
others have producing plants both in the raw material 
producing region and also near the consuming market. 


In 15 I. C. C. 439 (Kent Co. vs. N. Y. C. & H. R. R. R.) 
the relationship of the rates on burlaps and burlap bags 
was called in question. The raw materials were im- 
ported and the finished product, at that time selling for 
$6.00-$7.00 a hundred pounds, was represented as being 
only 5 per cent more valuable than the materials from 
which it was manufactured. Manufacturers were located 
both at the ports and at the interior. To certain interior 
points the rate on the materials was 18 cents a hundred 
pounds, and on the product 35 cents. Seaboard manu- 
facturers complained that they encountered great diff- 
culty in reaching markets west of Buffalo. 


In 15 I. C. C. 109 (Beatrice Creamery vs. I. C. R. R.), 
a conflict developed between the local creameries and the 
centralizers. Both produced butter, but the former were 
nearer the materials, which they received by wagon, and 
the latter drew their product by rail over considerable 
distances. The shrinkage in the production process was 
considerable. At that time some one hundred pounds of 
cream was reduced to thirty pounds of butter. Thus, the 





local creameries had a short haul on material but rela- 
tively a long one on butter, and the centralizers reversed 
this situation. While the butter rates were not directly 
drawn into the case, the centralizers demanded a scale 
of inbound rates to enable them to compete with the local 
creameries. Since the former had their chief advantage 
in lower production costs obtainable through the larger 
scale of their operations, it was essential that such 
advantages should not be entirely dissipated through 
high freight costs on the materials. 

Probably livestock and its products and wheat and 
its products have raised this issue as often as any other 
group. In both cases the value of the products is only 
moderately greater than that of the raw materials, not- 
withstanding the costs of transport and fabrication. 

According to the 1928 yearbook of Swift and Com- 
pany, the average price paid by that company in 1927 
for cattle was $78.93 a head, and the average sum received 
for the meat and by-products totaled $92.88 a head. The 
difference between these figures accounted for the cost 
of slaughtering, transporting the products, other market- 
ing costs, and profit. 

The 1928 Yearbook of Agriculture shows that the 
weighted average cash price for all classes and grades 
of wheat at the four principal grain markets of the 
United States in 1927 was $1.35 a bushel, and that the 
average wholesale price of flour, spring patents, at 
Minneapolis for the same period was $7.86 a barrel. 
Assuming 4 2/3 bushels of wheat to the barrel, the aver- 
age wheat cost of the flour should approximate $6.30. 
By-products from the equivalent amount of wheat, at 
prices then prevailing, should account for some $1.15 
more.* The movement is largely in a west-east direction 
and in both cases considerable distances intervene be- 
tween the centers of wheat and livestock production and 
the centers of flour and meat consumption. Competition 
is keen, not only between eastern and western producers 
as groups, but also between producers within these groups 
located at varying distances from materials and markets. 

In the case of livestock and its products, struggles 
between the seaboard and western slaughterers have 
agitated railroad rates for many years. In 1884 an 
arbitration resulted in a rate relationship between 
Chicago and New York of 40 cents a hundred pounds on 
cattle and 70 cents on the dressed beef. Several years 
of rate fluctuation followed, when, on the whole, the 
rates on both commodities declined and the spread 
between the rates on live cattle and fresh meat tended 
to narrow. Dissatisfied with this situation, the John P. 
Squire Company, of Boston, entered a formal complaint 
to the Interstate Commerce Commission concerning this 
relationship, and that body, depending chiefly on general 
statements concerning the elements of cost encountered 
in the transport of animals and their products and gross 
ton earnings comparisons, decided that, when the rate 
on the animal was 30 cents a hundred pounds, the rate 
on the fresh meat should be 45 cents. Though periods of 
exception existed, from 1891 to 1915, the rates on cattle 
between these points tended to remain 28 cents and the 
dressed beef 45 cents; hogs, double decked, 30 cents, and 
fresh pork 45 cents. 

The G. O. 28 increases of 1918—with specific limita- 


1These figures are approximations only. 
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tions on livestock, of course—disturbed this relationship of 
rates and the increases of 1920 still further widened the 
absolute spread. After ex parte 74, the rate on the animal 
was 63 cents and on the fresh meat 96.5 cents. During this 
time the proportions of livestock slaughtered in the east and 
the west exhibited changing tendencies and the inference is, 
that changes in freight rates, at least, were a contributing factor. 
Thus, down to 1920, western slaughter tended rather steadily 
to gain on eastern slaughter; but, since 1920, the proportion 
of western slaughter has been somewhat less than that obtain- 
ing before and during the war.?, Undoubtedly, the situation is 
complicated by the presence of factors other than freight rate 
changes, such as shifting sources of production, kosher trade, 
and the like. 

In the Morrell case (104 I. C. C. 104) and again in the 
Eastern Livestock Cases of 1926 (144 I. C. C. 731), the clash of 
interests over these rate relationships was evident. After the 
rate reductions of 1922, livestock and packing house products 
enjoyed a rate of 56.5 cents a hundred pounds, Chicago to New 
York, and the fresh meat paid 87 cents. The several interests 
lined up as follows: 

(1) Interior Iowa packers desired to reduce the rate 
factors east of the Mississippi River so that the fresh meat 
rate would not exceed that on livestock and packing house 
product rates should be 75 per cent of the livestock rate. 
Obviously, this adjustment would be favorable to Iowa packers. 

(2) Chicago packers, slaughtering mainly in the west, 
who desired to narrow the spread between livestock and fresh 
meat rates, but did not ask equality. 

(3) Chicago packers who slaughtered in both sections and 
“desired reduction in the rates on livestock, without the prescrip- 
tion of any fixed relationship between the rates on the livestock 
and the products. 

(4) Independent slaughterers in the east who asked that 
rates on livestock be left intact, those on packing house products 
to be increased to 59.5 cents and the fresh meat rate advanced 
to 93 cents. 

(5) Various associations of livestock shippers desired that 
such a balance should be maintained between the rates on 
animals and on the products that both eastern and western 
slaughterers should compete actively for livestock in the 
western markets. 

Somewhat similar issues appeared in 101 I. C. C. 258, 
wherein certain far western packing houses at Ogden, Utah, 
and Reno, Nevada, questioned the rate relationships on live- 
stock and products to California points. The frequency with 
which this issue has appeared in livestock cases before the 
Commission seems to lend justification to the following state- 
ment:? 

Probably no other industry has responded as sensitively to the 
problems involved in a balanced freight rate structure as that of 
livestock slaughter and meat packing. The influence of railroad rates 
on the direction of livestock movement and the location of packing 
plants has been marked, ever since rapid transportation of fresh and 
lightly cured meats were developed as a system competing with the 
shipment of live animals. In general, when freight rates have favored 
the shipping of meats as compared to cattle, sheep, or hogs, the 
volume of western slaughter has increased, while in periods when 
the rates have favored the shipping of animals, the proportionate 
volume of slaughter in the east has risen. The history of the dis- 
putes and trade wars that have occurred in the last sixty years pro- 


vides a record of competitive conditions as severe as have been found 
in any of our greater American businesses. 


In spite of the dictum in the foregoing quotation, it is 
probable that the wheat and flour rate adjustment is just about 
as delicately balanced. At many important points in the north- 
eastern section of the United States a parity or near parity 
has existed between the rates on grain and those on grain 
products. In other sections, railroad policy has favored a sub- 
stantial differential in these rates. In 12 I. C. C. 258, a Wichita, 
Kansas, miller complained that rates of 55 cents and 65 cents 
on Kansas wheat and flour, respectively, to California points 
were unduly prejudicial to Kansas millers and unduly prefer- 
ential of their Pacific Coast competitors, using Kansas wheat. 
California millers supported the adjustment, declaring that it 
required some 280 pounds of wheat to produce a barrel of flour; 
that they were required to pay freight inbound on some 84 
pounds of offal (meaning products of wheat other than flour), 
which could not be sold to better advantage in California than 
in Kansas; and that the freight cost of transporting sufficient 
wheat from Kansas to California to produce a barrel of flour 
would thus exceed by a considerable sum the freight on a barrel 
of Kansas flour to California. With small margins of profit a 
barrel, even small freight differences appear significant. The 
Commission found that 7 cents would be a reasonable maximum 
differential between the wheat and the product. 


2Shown in the November, 1926, Monthly Letter to -Animal Hus- 
-bandmen issued by Armour’s Livestock Bureau. 

%Monthly Letter to Animal Husbandmen, issued by Armour’'s 
Livestock Bureau, November, 1926, page 1. 
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A sequel to this case arose in 16 I. C. C. 73, in which a 
Phoenix, Arizona, miller asked for a rate on wheat from Kansas 
that should not exceed two-thirds of the flour rate from that 
state. The Commission responded by fixing the inbound fioy 
rate at 112 per cent of the inbound wheat rate. 

It will be observed that the facility of disposing of the 
products, other than wheat flour obtained from the wheat, jigs 
often considered in such discussions. Northwestern milling 
interests have claimed that Buffalo can dispose of such prog. 
ucts to better advantage than can Minneapolis because of prox. 
imity to a large dairying section, though Wisconsin is a leading 
dairy state. The same issue has been raised in connection with 
the relationship of ocean rates on wheat and flour to each other, 
The Northwestern Miller Almanack of April 4, 1928, shows 
the rates on wheat and flour between New York and London 
from 1913 to 1927. Generally speaking, the flour rates were 
considerably above the wheat rates. For twelve months jp 
1927 wheat rates ranged between 7 cents and 16 cents q 
hundred pounds; flour rates ranged between 18 cents and. 25 
cents. 

The milling interests complain that such disparity in rates 
tends to promote the shipment of wheat to foreign countries 
for grinding. If the foreign country levies a duty on flour, but 
admits wheat free, this would have the same tendency. In 
the absence of discriminating duties or substantial differences 
in production costs, it is thought that parity of the rates would 
tend to promote flour milling in the country producing the 
wheat. This would increase employment in that country, and 
render the offal available to the dairying industry, if that 
country has such. But it may also be observed that the flour 
consuming country may also have a dairying industry and it is 
arguable, at least, that it is cheaper, from a _ transportation 
point of view, to ship grain than to ship flour and other grain 
products bulkier than the grain from which they are made. 


2. The Spread Between the Carload and the Less Than 
Carload Rates 

This rate relationship may be of direct interest to com- 
peting manufacturers, to competing jobbers, or to jobbers in 
competition with manufacturers. It may be of indirect interest 
to manufacturers who ship only in carloads, because they enm- 
ploy wholesalers as distributors. Two manufacturers located 
at the same point may compete in the same markets. One of 
these may ship chiefly in carloads, straight or mixed, and the 
other may be so specialized that he must resort mainly to less 
than carload shipments. In 120 I. C. C. 340, Guggenheim 
Brothers complained that the less than carload rate on salted 
beef hams was first class, while the carload rating was. fourth 
class. The claim advanced was that this spread of three classes 
between C. L. and L. C. L. ratings was disadvantageous to 
complainant because he was the only shipper employing this 
method of despatch, his competitors obtaining the C. L. rate 
by making mixed carload shipments. The Commission found 
the second class rating, L. C. L., reasonable. 

It is probable, however, that this rate relationship is more 
frequently brought into issue where manufacturers compete 
directly with jobbers and distant jobbers compete with those 
located nearer the markets. Considerable confusion exists in 
the channels of distribution. Manufacturers sell both to jobbers 
and to retailers, and the latter are.the customers of the jobbers 
as well. Manufacturers become jobbers, and jobbers undertake 
to manufacture various lines of products, thus becoming manu- 
facturing jobbers. Some jobbers establish brands and sell over 
the entire country; others confine their efforts to a section of 
the country; still others attempt only to serve a territory of 
50 to 100 miles radius from their base of supplies. 

This rate relationship appears in simplest form where-a 
manufacturer sells to a jobber located at some distance, but 
also is willing to sell direct to retailers in the jobber’s “natural 
territory” in less than carload quantities. Assume that the 
jobber buys only in carload quantities; assume only class rates 
to be involved; also that only one rate structure need be con- 
sidered. For illustrative purposes take the C. F. A. class rate 
structure. Locate the manufacturer at “S,” and the jobber at 
“FL.” Let “D,” “K,” “M,” and “N” be various towns situated 
relatively near to “F’ and generally regarded as belonging to 
‘F’s” territory. Make two assumptions—first, that, on the com- 
modity to be jobbed, the L. C. L. rating is first and the C. L. 
rating is third. Next assume that, with the L. C. L. rating 
unchanged, the C. L. rating has been lowered to fourth—that is, 
the spread between the L. C. L. and C. L. has been widened. 
Distances and rates are as follows: 


Des- First First Third Fourth 
tina- Distance Class Rate Distance Class Rate Class Rate Class Rate 


tion from S from S from F form F from S from § 
D 386 91.0c 44 43.5¢ 

K 370 88.5c 28 38.0c 

M 295 82.0c 65 47.5¢ _ .* 
N 322 85.0¢ 40 41.5¢ ea 
F 342 87.0c mi Feties 58.5¢ | 43,5¢ 
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‘Then the aggregate of freight charges a hundred pounds of 
the goods jobbed at “F,” at each of the towns listed under 
poth assumptions, will be as follows: 

Ageregate of Freight Charges per 100 lbs. Jobbed at F 


(1) Assuming 3rd class (2) Assuming 4th class 
Cc. L. into the jobbing point C. L. into the jobbing point 


Destination 
D 102.0c 87.0c 
K 96.5¢ 81.5¢ 
M 106.0¢ 91.0¢ 
N 100.0c : 85.0c 


N 


Under the first assumption, the freight charges all the way 
L. C. L. from the manufacturing point to the points listed, are 
less than the sum of the C. L. rates to the jobbing point, plus 
the L. C. L. rates therefrom. Under the second assumption only 
one point—‘M”—has a lower L. C. L. rate from the manufac- 
turer than the aggregate of rates to and from the jobber. The 
area which the jobber at “F” can reach on equal freight rates 
from “S” is enlarged as the spread between the C. L. and 
L. C. L. rates increases. The situation would be the same if 
another jobber were located at “S” and both jobbers obtained 
their supplies at that place. 

In actual practice the case will be complicated by the 
presence of other factors: (1) “F” may receive his products 
from “S” on a C. L. commodity rate considerably lower than 
the class rates. (2) The class rates outbound from “F” may 
be constructed on a lower scale than those from “S,” in order to 
facilitate jobbing at “F.” This, of course, is the case where 
jobbing tariffs are published, applicable on traffic from such 
local jobbing points. (3) If both “F” and “S” are jobbers, they 
may receive their inbound supplies from more distant sources, 
in which case both may enjoy blanket rates, or the differential 
between them may be much less than the local C. L. rates 
between them. (4) “F” probably enjoys the advantage in faster 
service. (5) “F’ may be able to increase his transportation 
advantage, if motor trucking service is available at rates lower 
than rail. (6) Cartage and handling costs are disregarded. 
(7) As the distance of “F”’ from “S” increases, the absolute 
spread in rates increases. Thus, at 342 miles, the spread be- 
tween first and fourth class rates is 43.5 cents, equal to the 
first class rate for 45 miles. At 700 miles, the spread is 59 
cents, equal to the first class rate for 120 miles. 

(To be continued) 


LACKAWANNA ELECTRIFICATION 


At Erie, Pa., May 27, the first two-car unit for the electrified 
commuter service of the Lackawanna Railroad between New 
York City and northern New Jersey was tested on the proving 
track of the General Electric Company before a gathering of 
officials of the railroad, the electric company and the consulting 
electric engineers. Powered by 920-horsepower motors using 
3,000-volt direct-current system for the first time in multiple- 
unit service in America, the train attained a speed of 71% miles 
an hour, gaining speed at the rate of one and one-half miles 
per second and “riding as smoothly as a Pullman.” Work will 
be rushed on 140 additional two-car units with all practical 
dispatch. When completed, these units, each seating 166 pas- 
sengers, will be used in trains of 2, 4, 6, 8 and 10, as necessary. 
Barring unforeseen delays, the Lackawanna expects to have its 
electrified service substantially completed and, for the most 
part, in operation between Hoboken, Montclair and the Oranges 
by mid-September, Morristown and Dover by mid-December and 
Gladstone by or shortly after January 1, according to the an- 
nouncement. 


Cc. AND O. TUNNEL 


Announcement has been made by the Chesapeake and Ohio 
of award of a contract for construction of a new single track 
tunnel parallel to old Big Bend tunnel, between Big Bend and 
Hilldale, W. Va., about nine miles east of Hinton. The estimated 
cost of the work is $2,200,000. The new tunnel will be ap- 
proximately 6,300 feet long. The construction, together with 
the approaches, will provide a double track between Talcott and 
Hilldale, W. Va., a distance of two miles, which heretofore has 
been single track. 


SIMPLIFICATION OF PAPER SHIPPING TAGS 


The division of simplified practice of the Bureau of Stand- 
ards of the Department of Commerce has just announced the 
availability of the printed booklet, Simplified Practice Recom- 
mendation No. 983—Paper Shipping Tags. 

A perusal of this booklet discloses that the simplified 
Schedule reduces the sizes of the tags from 16 to 8, grades of 
mgr from 21 to 8, thickness from 7 to 5, and colors from 32 

Copies of the printed recommendations may be obtained 
from the Superintendent of Documents, Government Printing 
Office, Washington, D. C., for 10 cents each. 
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FOURTH SECTION LEGISLATION 


The Traffic World Washington Bureau 


The effect of denial of fourth section relief on transconti- 
nental traffic on the business of paper mills was related by 
R. W. Campbell, traffic manager of the Butler Paper Corpora- 
tions, of Chicago, who appeared in opposition to the Pittman 
bill before the subcommittee of the Senate interstate commerce 
committee. He said the Butler Paper Corporations were inter- 
ested in the sale and distribution of paper produced by certain 
mills situated in Minnesota, Wisconsin, Michigan, Indiana, Ohio, 
Pennsylvania, New York, Massachusetts, Maine, Vermont, New 
Hampshire, Washington, and the Province of British Columbia. 


“Prior to the denial by the Interstate Commerce Commission 
of fourth section relief on Pacific coast traffic,” said he, “the 
mills in the central west enjoyed rates which were on a fairly 
competitive basis with the mills located in the east and the 
tonnage to the Pacific coast markets was rather evenly distrib- 
uted between the several mills. With the denial of fourth 
section relief and in view of the wide spread between the rates 
from the central western mills via the all-rail routes and rates 
from the eastern mills via the water routes through the canal, 
it was necessary for us to reapportion the tonnage so as to 
move via the cheaper routes through the Panama Canal all of 
the tonnage except of those grades of paper which are not pro- 
duced by the eastern mills which we represent. As to such 
grades they continue to move from the central west via all-rail 
routes to the extent that it is possible to meet the competition 
of the eastern mills which produce the same grades. To assist 
the central western mills in meeting this competition the raii- 
roads have established without fourth section relief a rate of 
$1 from Wisconsin and Minnesota mills or $1.08 from Michigan 
and Ohio mills, or 25 cents less than the prior rate, although 
still from 20 to 25 cents in excess of the rate applicable under 
fourth section relief which we previously had. Even under the 
relationship mentioned we have found it desirable and profitable 
in some instances to move paper from central western mills as 
far west as Kalamazoo, Mich., and West Carrollton, O., via the 
Atlantic seaboard and thence via the Panama Canal. It seems 
to us quite unnatural that traffic from this interior territory 
six to eight hundred miles from the Atlantic seaboard should 
be compelled to move through the Atlantic ports and thence to 
the Panama Canal, in view of the existence of several well 
equipped and efficiently operated transcontinental rail lines; but 
the existing adjustment of rates resulting from the denial from 
fourth section relief necessitates such routing.” 

Mr. Campbell said that while it was true the Commission 
had not for the last twelve years granted fourth section relief 
to Pacific coast points, “we are hopeful that experience will 
eventually demonstrate that the transportation industry should 
not be placed in a strait-jacket but should have restored to it 
the right to meet competition where it exists so long as this 
may be accomplished within the protective provisions of the 
interstate commerce act, which right is recognized as entirely 
proper in the manufacturing industry. 

“We, therefore, feel that it would be a serious mistake and 
contrary to good business practice for the Congress of the United 
States to approve the pending bill which would forever prohibit 
the transcontinental carriers (a section of the transportation 
industry) from transacting its business, even under the most 
rigid regulation by the Interstate Commerce Commission, in a 
manner similar to that to which other American industries have 
become so accustomed and the propriety of which is nowhere 
questioned,” said he. 

Alfred P. Thom Discusses Bill 


Alfred P. Thom, general counsel of the Association of Rail- 
way Executives and of the American Railway Association, ap- 
proached his discussion of the bill from the standpoint of the 
what was a sound principle of governmental regulation. He said 
the bill raised a very important question with respect to govern- 
mental policy, outside of and beyond the question of regulating 
the particular traffic involved. He said the measure put one 
section of the country and one class of shippers in a different 
class from other sections, shippers and railroads. He said it 
produced a special situation and provided that it was entitled 
to governmental preference over all other situations in the coun- 
try. The question of constitutionality of the proposed legislation 
was raised by Mr. Thom. He said the issue was whether the 
committee should advise Congress to single out one situation 
and give it treatment and confer on it privileges withheld from 
other parts of the country. 

“Is that good legislation?” he asked. 

Senator Pittman asked how the situation referred to by 
Mr. Thom compared with the singling out of intercoastal ships 
operating through the Panama Canal and providing that they 
should not be owned by railroads while not extending the same 
prohibition to other ships in the coastwise trade. 
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“I think both are indefensible and reprehensible,” said Mr. 
Thom, adding he would not like to see the principle embodied 
in the Panama Canal legislation enacted into other legislation. 

A governmental situation was involved, asserted Mr. Thom, 
pointing out that the Panama Canal was owned by the United 
States. He thought it was an indefensible proposal to suggest 
that here was this governmental property and that there could 
be no competition with it while there could be competition with 
any other property similarly operated. 

In all the agitation for application of a rigid long-and-short- 
haul rule, continued he, there had never been a suggestion of 
special treatment until the second Gooding bill was introduced. 
He pointed out that so much opposition had been raised to a 
rigid long-and-short-haul rule for general application that those 
who desired relief for specific localities had narrowed the issue 
and that now the proposal was to confine the issue to water 
competition via the Panama Canal. 

Proposals to make absolute the long-and-short-haul clause 
had always been decided one way—against it—according to Mr. 
Thom, who went into some detail with respect to. history on 
the subject. 

Senator Pittman had remarked earlier in the hearing that 
General Ashburn of the government barge line had appeared in 
support of previous fourth section bills. In that connection 
Mr. Thom read from a letter that General Ashburn had sent to 
T. C. Powell, president of the Chicago & Eastern Illinois Railway 
Company, asking thé railroads to join with the barge line in 
asking fourth section relief from the Commission in connection 
with the establishment of joint rail and barge rates and routes. 
Senator Pittman remarked that his bill would not forbid de- 
partures from the fourth section on account of circuity. Mr. 
Thom said, however, he had produced the matter relating to 
General Ashburn and the fourth section to show that it was 
unsafe to put in the law an inflexible rule—that those who 
testified in favor of an inflexible rule one year appeared the next 
year and asked for relief and that such had been shown to be 
the case with General Ashburn. 

That the country should have adequate and sufficient rail- 
road transportation was now an accepted canon, said Mr. Thom, 
in discussing trends of the day held by him to be indicative 
of restricting opportunities for the railroads to compete for 
traffic. To deprive the railroads of the opportunity to obtain 
competitive traffic, said he, would result in rates on other traffic 
being increased, while if the railroads were permitted to obtain 
such traffic the tendency would be to relieve other traffic from 
the necessity of a greater contribution. He said the question 
was whether the railroads could use unused transportation 
capacity at some profit. 

“There is a serious question of policy if not of constitutional 
law whether the legislature has the right to limit the legitimate 
use of the unused capacity of railroads without taking away 
their property,” said he. 


In elaboration of the proposition that there was a tendency 
to restrict the fields from which the railroads might draw traffic, 
Mr. Thom said the Pittman -bill contemplated that the water 
lines operating through the Panama Canal should have a 
monopoly. The tendency to restrict the railroads was also 
apparent in the pending bus regulation bill, the reference being 
to provisions prohibiting railroads from acquiring existing bus 
lines and requiring competition notwithstanding existence of 
adequate service. In the inland waterways legislation the rail- 
roads were required to make joint rates and routes though the 
traffic could move by railroad. He asked whether to limit the 
traffic the railroads could carry was in the public interest. He 
wished to emphasize he was not opposing other methods of 
transportation but he wished to show how the establishment of 
them affected the railroads. 


The railroads, said he, could carry traffic that could not be 
carried in any other way and that they must be preserved. He 
referred to the loss of business to the motor vehicle and said 
he was calling attention to the restricted traffic left to the rail- 
roads and that the committee had to consider whether it was 
essential to preserve the railroads. 


Replacement of oil for coal and the resulting decrease in 
tonnage because oil was moved by pipe line, and the develop- 
ment of water power with resultant displacement of coal power, 
continued he, also had a bearing on the situation. 

Mr. Thom obtained permission to file for the record state- 
ments in opposition to the bill by D. R. Lincoln, freight traffic 
manager of the Missouri Pacific Railroad Company; E. B. Boyd, 
chairman of the Western Trunk Line Committee, and Karl D. 
Loos, representing the citrus growers of California. 

The statement filed by Mr. Thom for Mr. Boyd, on behalf 
of western trunk lines, said that the rate adjustment prior to 
withdrawal of fourth section relief in 1918 enabled shippers in 
central territory and the middle west to compete with shippers 
situated nearer tidewater who had the advantage of low short 
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haul all-rail rates to the seaboard and water rates beyond, Th 
disadvantage now suffered by shippers of the middle wegt be. 
cause of denial of fourth section relief was pointed out. yp 
Boyd said the western trunk lines were in accord with the posi. 
— - the transcontinental lines with respect to fourth section 
relief. 

Rate Association 


W. S. McCarthy, of Salt Lake City, president of the Inter. 
mediate Rate Association, who testified in support of the dill 
at the opening hearing, made a rebuttal statement. 

“Excepting the railroad employes employed along the 
Southern Pacific lines,” said he, “the only person opposing this 
bill who has lived in and has first hand knowledge of conditions 
in the intermountain country is Mr. Plaisted. As to others, the 
representatives of chambers of commerce and state commis. 
sions seek to influence your decision by the expression of opin. 
ions not based upon personal knowledge of all the facts.” 

Continuing, Mr. McCarthy said in part: 


Intermediate 


They convey the impression that they express the v 
all the pene cing | and shipping interests in their nn gh 
that, to my positive knowledge as to certain representations, is not 
the case, although, of course, as public officials they, ex officio rep- 
resent ail the people of their state. ; 

Under questioning by Senator Pittman the witness for the Minne- 
sota commission reluctantly stated that he did not object to fourth 
section relief eastbound—which is undoubtedly true, but doeg he 
pay the freight—does he manufacture or sell anything and is his 
the attitude of those who do? I think not. 

Over a period of years I have had very voluminous correspond- 
ence with manufacturers throughout the country and have yet to find 
any, not located on deep water, willing to have applied to his busi- 
ness the method of rate making under fourth section relief so ob- 
jectionable to the intermountain country. 

Their attitude invariably is that of a former president of the 
Illinois Manufacturers’ Association, a manufacturer of rope and 
cordage, who, in the course of our correspondence in which he 
endeavored to justify the attitude of his association, complained 
of the fact that he was compelled to pay the same rate on his raw 
material from San _ Francisco to Peoria, Ill., as did his competitor 
located at Plymouth, Mass., for a twelve hundred mile greater rail 
haul. A manufacturer of toys in eastern Iowa strenuously objected 
because his rate to the Pacific coast was $3.53 while his New York 
competitor, for a twelve hundred mile greater rail haul paid only 
twenty-two cents more or $3.75. In neither case was there a fourth 
section departure. The Peoria manufacturer complained of the same 
condition under which the Intermountain country rests without pro- 
— = the toy producer is dissatisfied with a still more favorable 
situation. 


; These illustrations are typical of many that might be cited cast- 
ing serious doubt on the reliability of testimony as to manufacturers 
for whom he claimed to speak, of the witness from Minnesota 
who testified that he ‘‘does not object to fourth section relief east- 
bound.” His constituents complain about blanket and favorably 
graded rates, yet, Mr. Flinn would have you believe that the ap- 
plication to them of a penalty in the form of still higher rates than 
paid by their competitors would not be objectionable and would be 
accepted without protest. 

Question has been raised as to the reliability of testimony in this 
and similar proceedings concerning the character of competition met 
in the territory east of Pacific coast terminals. Those familar with 
the jobbing business know the difficulties attending frequent price 
changes and issuance of catalogue change sheets. We all know that 
water rates fluctuate according to shipping conditions and type of 
service, so that the consignment received today my be charged a 
lower or a higher rate than paid on similar goods taken into stock 
a week or month before. 

The rail rate is the same day in and out and any changes to 
be made are known in advance. The rail rate is one of the fixed 
elements of cost of the interior distributor and whatever the neces- 
sities of the situation may require elsewhere it is nevertheless a 
fact that the coast jobber bases the price on goods sold far inland 
on the fixed all rail rate which he knows the distributor in the in- 
terior must pay. He then can reach the midway point on a basis 
of equality if outbound rates from both distributing centers are 
equalized as to distance as they usually are. 

Another and very influential factor in making prices is the source 
of supply. Testimony given here might give the impression that 
Pacific coast jobbers draw their merchandise only from the Atlantic 
seaboard, which, of course, is not so. 

I have examined numerous catalogs of coast jobbers in our line 
and find that, for example, they handle in competition with one an- 
other and with interior jobbers, shovels made in Massachusetts, 
Pennsylvania, Ohio, Indiana and Missouri. 

Steel goods from Connecticut, Ohio, Michigan and Iowa. 

Builders’ hardware made in New Britain, Conn., Chicago, IIL, 
Grand Rapids, Mich., and St. Louis, Mo. 

Wall finish made at Carteret, New Jefsey, and in Michigan. 

Enameled and tinware from Wood Haven, Long, Island, and 
Rochester, N. Y., Milwaukee, Wis., and St. Louis, Mo., and, as ex- 
amples of widely distributed sources of supply these illustrations 
apply to practically all lines of merchandise. 

Obviously a very large volume of tonnage consumed on the Pacific 
coast originates in the interior and middle west and moves by rail 
from points which the ships cannot reach, a fact which has a very 
strong bearing on the level at which distributing prices are fixed. 

Regardless of any effort to discredit or question the testimony 
heretofore given by shippers representatives of the intermountain 
country, it is, nevertheless true and cannot be refuted. .. . 

In 1917, the last year in which transcontinental lines had_ prac- 
tically unlimited fourth section relief, the Southern Pacific paid divi- 
dends of $16,369,399.66; in each of the years 1921-2-3 and 4, it paid up- 
wards of $20,600,000, and each year since, including 1929, $22,342,800 
plus. 
In that period of time, in the face of these mounting dividends, 
it has filed three applications for fourth section relief, all based on 
loss of business to the canal. 

Objection to the measure here under discussion is not based upon 
the intention that all sections of the country, all producers, con- 
sumers, manufacturers and distributors shall be accorded fair, just 
and equal opportunity, with due regard to their location. 
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sent law as applied by transportation interests has never 
Ey Paministered, and for what may be regarded as three very 


ns: 
5000 t_They have no desire to so apply it. F 


nd—They would not be permitted to do so. 
see They dare not do it if disposed to. 
Anyone familiar with the situation knows that if that attempt 
e made the individual or railroad proposing it would be crucified 
by middle western shipping interests and no one in the transporta- 


has the temerity to try it. 
-_ qo Dr. Duncan, speaking for the railway executives, 


said that the “same principles should be applied in all cases of water 


,’ a statement which we of the intermountain country 
ig iy cre unless these railway executives do so apply it— 
they say “‘in all cases’’—apply it impartially, without discrimina- 
oan without penalizing any part of the country upon which they 
are "powerful enough to impose their will—then I say that Congress 
should so amend the law as to compel them to do even handed jus- 
tice by effectively and impartially applying this principle in which 
they profess to believe. 


Intercoastal Steamship Lines 


An additional statement also was made by Frank Lyon on 
behalf of the intercoastal steamship lines. He said he spoke 
for approximately 185 ships with a fair value of $85,000,000. He 
said the ships wanted a settlement of the fourth section ques- 
tion so far as it affected the Panama Canal. He said though 
the Commission had not granted fourth section relief on account 
of canal competition for twelve years, there had been a change 
of four members since the last decision on the subject and that 
the mind of the Commission might change. His argument was, 
in effect, that Congress should not permit the Commission to 
have the power to destroy the boat lines operating through the 
Panama Canal. He thought “fair competition” in that connec- 
tion did not mean anything—that the railroads would take all 
the business if they could. He asserted that Mr. Thom’s argu- 
ment was for a system of rate-making that would destroy com- 
petition through the canal. “Parity” and “equality of oppor- 
tunity,” used in connection with competition between the canal 
lines and the railroads, in his opinion, were “weasel words.” 
He said the railroads would take all the business they could ‘get. 

“To pretend that they wish less than all is to announce 
publicly that they do not wish to serve their stockholders,” said 
he. 

Senator Hastings, chairman of the sub-committee, desired 
to know whether there was any power to prevent the boat 
lines from withdrawing from the intercoastal service at any 
time they saw fit to do so. Mr. Lyon said there was none. The 
senator thought if the railroads were not regulated the boat 
lines would be worse off than they were now. 

Senator Hastings said the important thing was whether 
shippers were being treated fairly under fourth section relief. 
The question, it seemed to him, was one between shippers and 
railroads. He said he was not “at all impressed” with the plea 
made by Mr. Lyon that the Commission might take such action 
in administering the fourth section that would result in the 
destruction of the boat lines. The fact that the ships were so 
much interested, he thought, made it doubtful that Congress 
should pass such a measure as the Pittman bill, because if the 
bill became law the boat lines might seize the opportunity af- 
forded thereby and increase their rates and the shippers would 
have to pay more than they did now. He said he was opposed 
to any such outcome. 

Senator Pittman thought that it had been established that 
any rail rate that would enable the rail lines to take business 
away from the boat lines would be so low that the boat lines 
would be put out of business and that the Commission would 
hot permit such a rate to become effective and that therefore 
his bill should be passed. 


Former Commissioner Campbell 


Senator Hastings thought that if the intermountain shipper 
could be helped by passage of the Pittman bill, it was worthy 
of very serious consideration, but he added he had not been 
convinced that Congress would be warranted in passing such an 
act because of fear of destruction of the steamship lines, in 
view of the present law and the rules adopted by the Commis- 
sion in administering the fourth section. The senator’s re- 
marks indicated he felt the Commission could be trusted as an 
impartial tribunal. He said what he would like to be advised 
about was how the bill would help the intermountain country. 
Senator Pittman said a witness would explain that and it was 
learned that J. B. Campbell, formerly a member of the Com- 
mission and long identified with the fourth section, would pre- 
Sent the closing argument in support of the bill. 

Mr. Campbell appeared as the final witness in the hearings 
on the Pittman bill before the subcommittee June 3. He ex- 
Plained that he was appearing for the Intermediate Rate Asso- 
ciation, and on request from Chairman Shaughnessy, of the Ne- 
vada commission, for all the intermountain states except 
Wyoming. He told of his long connection with fourth section 
activities, dating back to 1910, when he cooperated in the move- 
ment that resulted in the amendment of 1910 to the fourth sec- 
tion. He discussed that amendment and the 1920 amendment. 
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History disclosed, declared the former commissioner, that 
by use of the fourth section the boat lines had been driven out 
of existence. He was positive that there was no doubt as to 
that conclusion. He filed for the record a brief that he said 
that he had prepared in 1917 showing how the boat lines were 
driven out of business. 

Senator Hastings asked whether, in view of the rules for- 
mulated by the Commission in its administration of the fourth 
section, such a situation could arise now. 

“It can if the Interstate Commerce Commission recedes 
from its present position,” said Mr. Campbell. 

The intermountain country desired passage of the Pittman 
bill, continued the witness, to the end that the threat of fourth 
section departures to the Pacific coast would be eliminated. 
He said that threat had cost the intermountain country untold 
hundreds of thousands of dollars in fighting the applications of 
the railroads. 

Senator Hastings asked the witness to explain just how 
the intermountain people expected the bill to help them. 

Mr. Campbell said it would help them because it would stop 
“this everlasting litigation.” He then went into an explanation 
of the viewpoint of the intermountain country with respect to 
paying a higher rate than to the coast points. He put in the 
record a letter he had received from Dr. M. O. Lorenz, director 
of statistics of the Commission, in response to a request from 
him for figures on Panama Canal traffic. The letter set forth 
the Panama Canal intercoastal tonnage for the years 1920 to 
1929, inclusive, and for the first three months of 1930, as taken 
from official records of the Panama Canal. Mr. Campbell argued 
from these figures that the increase in intercoastal traffic by 
boat had been stopped and that, in fact, it was decreasing. 
He asserted that the rail lines were already getting their fair 
proportion of the traffic. 

Senator Hastings asked whether the intermountain country 
was interested in boat lines. Mr. Campbell replied that it was 
and that the whole country should be. Pressed for a more spe- 
cific answer, the former commissioner said that from a selfish 
standpoint the intermountain country could sometimes get goods 
via the Panama Canal to its advantage. 

Senator Pittman asked whether it was not a fact that the 
water service acted as a restraint on the upward tendency of 
rail rates, and Mr. Campbell agreed with that. The senator 
said that water competition had a tendency to make the rail- 
roads lower their rates and “we like for them to lower their 
rates if we get the benefit in the intermountain country.” 

Senator Hastings desired to know whether, if the Pittman 
bill passed, there would be anything to prevent the boat lines 
from increasing their rates. Mr. Campbell said the competition 
among the steamship lines would prevent that. 


The question of regulation of the boat lines was brought 
up again and Mr. Campbell said that he had advocated putting 
the boat lines under regulation of the Commission. He believed 
that that was the only thing that would protect both the boats 
and the railroads—that it was the only thing that would protect 
the boat lines against themselves. Sehator Hastings said that 
he thought that Congress ought to strain a point to help the 
intermountain country, but was in doubt as to how that help 
should come about in view of the testimony before the sub- 
committee. 


Mr. Campbell expressed the opinion that the Sunset Gulf 
route operated by the Southern Pacific was in violation of the 
Panama Canal act and that the Southern Pacific should not be 
permitted to operate it. He said the testimony of Mr. Bell of 
the Southern Pacific showed that the Sunset Gulf route was 
in 100 per cent competition with the Panama Canal lines. 


Discrimination that resulted under grants of fourth section 
departures to meet water competition, contended Mr. Campbell, 
was more glaring than that prohibited by section 3 of the inter- 
state commerce act. He referred to Senator Cummins’ inter- 
pretation of the words “reasonably compensatory” in the 1920 
amendment to the fourth section. He said the senator had 
asserted that if those words were written in the law it would 
be virtually impossible for the Commission to grant fourth 
section relief. He thought that the Commission substantially 
agreed with the senator’s view on that subject. He said the 
northern transcontinental lines had accepted the decision of 
the Commission in the transcontinental cases in which fourth 
section relief had been denied but that the Southern Pacific 
had refused to go along with them. 

Mr. Campbell said the intermountain country would not 
object if it were treated on the same basis as the rest of the 
country. He asserted that the east would not stand for applica- 
tion to it of a fourth section rate structure as was proposed 
for the inter-mountain country. He said that Chicago and the 
Twin Cities, for example, would never stand for paying higher 
rates to the Pacific coast than the rates from New York. He 
said that testimony of witnesses in opposition to the bill that 
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Chicago and the Twin Cities would be willing to pay higher 
rates to the coast than New York would not be supported by 
the shippers of those cities. 

Senator Pittman said that under the Commission’s rulings 
it would not grant relief that would help the railroads and that 
therefore he wished to stop the appeals of the railroads by 
passage of his bill. 

Mr. Campbell said that the Commission had made a study 
in the grain case as to how much above out-of-pocket cost was 
necessary to pay a full return, and that if the sub-committee 
would call for that study it would be astonished at the differ- 
ence between maximum reasonable rates and the out of the 
pocket cost. 

The opinion was expressed by Mr. Campbell that if the 
Southern Pacific’s fourth section applications were granted on 
the basis proposed, “I believe every rate on the Southern 
Pacific can be cut in two.” He said if the Southern Pacific 
wished to take that chance to get “‘a little dab of stuff that 
they couldn’t find if they had had it” and its applications were 
granted by the Commission on the basis proposed he was giv- 
ing fair warning that the Commission would be asked to reduce 
every rate on the Southern Pacific. 

The hearing was concluded June 3. It is not expected that 
action will be taken on the bill at this session of Congress. 
Senator Pittman hopes that the report of the sub-committee on 
the bill will be filed before the present session comes to an 
end. 

Intercoastal Rate Regulation 


Suggestions that the Commission should regulate the rates of 
intercoastal steamships using the Panama Canal, made in the 
hearing before the subcommittee of the Senate interstate com- 
merce committee on the Pittman fourth section bill, have caused 
W. H. Chandler, manager of the traffic bureau of the Merchants’ 
Association of New York, to advise New York shippers “to be on 
the alert and to be ready to challenge any such movement if it 
should gain a foothold.” In his testimony on the Pittman bill 
before the subcommittee Mr. Chandler opposed regulation of the 
boat line rates by the Commission. 
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In a statement issued on his return to New York, Mr 
Chandler said regulation of the intercoastal rates by the Com. 
mission was being agitated by the railroads and by shippers in 
the middle west who were not able to take advantage of ocean 
rates and “it is apparent to anyone who has the slightest con. 
ception of the rate fabric of the country that the only object 
that the advocates of this proposal have is to deprive the Atlan. 
tic and Pacific ports and the shippers located in Proximity 
thereto of the benefits of low ocean transportation.” Continuing 
he said, in part: ' 


The railroads want the steamships regulated so that they (the 
railroads) will get the traffic. The shippers in the middle west want 
the steamers regulated so that the Commission will make steamship 
rates that will enable the interior shippers successfully to compete 
with the Atlantic seaboard. The proposal is based on the most 
selfish argument because the amount of freight handled by the steam- 
ships between Atlantic and Pacific ports when compared with the 
tonnage handled by rail lines is so insignificant that the earnings 
could hardly be found in the total railroad revenue. 


The Merchants’ Association has vigorously opposed any effort 
to place steamship port to port rates under the jurisdiction of the 
Interstate Commerce Commission. Congress has seen fit not only 
to deprive the Commission of jurisdiction over these rates but has 
also prohibited rail lines from participating in the movement of traffic 
through the Panama Canal. It was pointed out to the Senate syb-. 
committee that no country has ever attempted to regulate the rates 
of its coastwise steamship lines, thereby limiting competition. There 
are many different classes of service on the ocean. Many lines run 
slow steamers in competition with fast passenger vessels; tramp 
lines, sailing vessels as well as barges operate on the high seas and 
any effort to regulate rates of these different carriers, by placing 
them under the jurisdiction of the Interstate Commerce Commission 
would have no other effect than to divert freight from the water 
carriers to the rail lines. 


The Interstate Commerce Commission, under the interstate com- 
merce act is charged by law to give the rail carriers a fair return 
as nearly as they can. It is inconceivable that a government com- 
mission so charged by law with the preservation of rail revenue 
could regulate fairly at the same time independent water lines in 
competition with the rail carriers. For the Commission to attempt 
to do so would be against the interests of every shipper in New 
York City. I suggest, therefore, that all shippers interested in ocean 
service should keep their eyes on this movement and be prepared 
to act vigorously to squelch any proposal to put ocean port to 
port service under any different federal regulation from that to 
which it is now subject. 
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SPLIT DELIVERY CASE 


The Trafic World Washington Bureau 


Examiner H. S. Brown, of the Bureau of Regulation of the 
Shipping Board, has returned to Washington from San Fran- 
cisco, where he heard additional testimony in the so-called split 
delivery case, No. 45, Associated Jobbers and Manufacturers 
vs. American-Hawaiian Steamship Co. et al., which was reopened 
by the board last January. 

In a statement filed on behalf of Frank A. Parker, chairman 
of the split delivery committee of the Shippers’ Conference of 
Greater New York, protest was made against the Portland 
Traffic and Transportation Association intervening in the re- 
hearing. Similar protest was made against the Los Angeles 
Chamber of Commerce intervening. As to the Portland asso- 
ciation, the Shipping Board permitted it to intervene some time 
ago. The protest against the Los Angeles petition of interven- 
tion has been referred to the board. Neither organization, how- 
ever, submitted testimony at the hearing in San Francisco, said 
Examiner Brown. 

Mr. Parker took the position that the rehearing should be 
restricted to the issues as set forth by the board in its order 
granting rehearing, namely, as to whether additional service 
was performed by the Isthmian and Argonaut lines or expense 
incurred in making split delivery shipments at two or more 
Pacific coast ports over their service and expense in delivering 
carload shipments solid at one Pacific coast port, and said that 
eastern shippers had made no attempt to offer additional testi- 
mony on points outside of the issues outlined. He said the 
eastern shippers could have produced additional witnesses in 
support of the split delivery practice, but did not regard that 
as proper on the rehearing on the restricted issues. 


SALE OF SHIPPING BOARD LINES 


Action on bids received for the purchase of the American 
Diamond and America France freight lines in the north Atlantic 
will not be taken by the Shipping Board until it has received a 
report from its finance committee, to which the matter has 
been referred. The issue involved is whether the high bid or 





the United States Lines or the bids of the managing operators 
of the lines should be accepted. 

President Hoover’s interdepartmental committee on ocean 
mail contracts is understood to have favored acceptance by the 
board of the bids of the managing operators. This, it is further 
understood, caused some members of the Shipping Board to 
raise a question as to the propriety of the committee making 
a recommendation as to the bids. 

The board also has taken steps looking to the sale of the 
American-Brazil Line and the American Gulf-Orient Line. 


DULLNESS IN OVERSEAS FREIGHT 


The Trafic World New York Bureau 


Previous depression in full cargo markets has continued 
in the last week without improvement. Many shipowners are 
returning their vessels overseas without accepting the rates 
available at present from shippers, which are so low that in 
many instances the owners would lose money compared with 
dispatching their ships in ballast. Nothing is in sight at the 
moment which promises a change. Brokers and shippers alike 
anticipate prevalence of dull trade for some time in the future. 

Europe is still buying grain sparingly from this continent 
This fact is shown in fixtures during the week at 9% cenls 
per 100 pounds from Montreal to west Italy for June loading. 
Berth space is being offered freely in Montreal for Antwerp 
and Rotterdam at 8% cents, well below the figures which would 
attract ships for full cargoes. 


The coal trade has likewise been dull. A cargo has bee 
fixed from Hampton Roads to Italy at $2 a ton, and another 
to Rio de Janeiro at $3.20 a ton. 
ments are reported for South America, but it is believed sever 
additional cargoes could be obtained at $3.30 to $3.40 to Santos 
for July loading. Shipments also can be obtained, it is believed, 
at $2 to $2.15 a ton for west Italy and the Adriatic, July loading. 

Only moderate activity has been noted in the sugar trade. 
Shippers are offering 11s 9d per ton for medium vessels from 
Santo Domingo and Cuba to the Continent, but owners. alt 
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“The GAS WAGON” 
100% on time 


for 2 successive 
MOAI os sas een 


N TIME day after day for two successive months— 
this is the amazing record that “The Gas Wagon” 
adds to the outstanding performances of its sister trains. 


From Detroit, the automobile center of the world, 
“The Gas Wagon” carries shiny new motor cars and 
general merchandise to the seaboard cities without the 
slightest loss of time. 


Such rigidly kept schedules as these of the Pennsyl- 
vania’s “Limiteds of the Freight Service” are of para- 
mount importance to industry and commerce. 


The dependable on time arrival of these swift freight 


trains is the key to faster turnover . . . more business at 
lower cost. 


PENNSYLVANIA 
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Another 
Record 


Or 


HERE ARE SIX of the Pennsyl- 
vania’s famous ‘‘Limiteds of the 
Freight Service’’ noted for their on 
time dependability: 


FLYING CLOUD 
Merchandise 
Buffalo to Pittsburgh 


THE PREMIER 
Live Stock 
Pittsburgh to Seaboard Cities 


THE YORKER 
Freight 
New York and Jersey City to York, Pa. 


UNCLE SAM 
Perishable Freight 
St. Louis to Seaboard Cities 


THE ROCKET 
Perishable— Merchandise 
Seaboard Cities to Cincinnati 


PUNCTUALITY 


Merchandise 
Pittsourgh to Toledo and Detroit 


RAILROAD 


Carries more passengers, hauls more freight than any other railroad in America 
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showing no disposition to place their ships at less than 13s 6d 
per ton. 

Quietness prevails in all other world trade routes, 
traffic generally at the lowest level in several years. 

It has been definitely confirmed that goods formerly ad- 
missible at customs duty of 10 per cent ad valorem, under the 
Australian departmental by-laws, for use in domestic manufac- 
turing in Australia, are not affected by the recent emergency 
measure which prohibited a long list of articles and placed 
a 50 per cent surcharge in duty on all other commodities. Such 
articles may still be entered at the 10 per cent ad valorem 
customs tariff despite the fact that they may be listed as 
prohibited or subject to the 50 per cent surcharge in duty. 

Selection of a candidate to succeed John T. O’Connell as 
permanent chairman of the River Plate and Brazil conferences 
has been delegated to a committee consisting of H. W. B. Zundt, 
of the Mississippi Shipping Company, chairman; J. M. F. Jan- 
sen, Booth Line; J. V. Gurge, Garcia & Diaz, and H. J. Lesser, 
International Freighting Corporation. Mr. O’Connell has re- 
signed, effective June 1, to become vice-president, of C. H. 
Sprague & Son, operators of the American Republics Line. 

A report from the Pacific coast that Joseph E. Sheedy and 
Paul W. Chapman are en route to the Pacific coast to inspect 
the steamer H. F. Alexander with a view to chartering the 
vessel for operation in the transatlantic service of the United 
States Lines is denied by Mr. Sheedy. Neither he nor Mr. 
Chapman has any intention of going to the coast, he said. 

James W. Elwell & Co., general agents for the Fabre Line, 
announce that, effective July 1, a new schedule of freight rates 
will be adopted on cargo from north Atlantic ports to Spanish 
Atlantic and Mediterranean ports. The rates will be quoted 
on application. 


OCEAN AGREEMENTS 


The following agreements, filed in accordance with section 
15 of the shipping act of 1916, have been approved by the 
Shipping Board: 


with 


Colombian Steamship Company, Inc., and United Fruit Company: 
Under its terms the United Fruit Company is to withdraw its freight 
service from the East Coast Colombian trade and is not to reestab- 
lish same unless amount of freight offering for or at East Coast 
Colombian ports becomes greater than can be handled by ships of the 
Colombian Line in its regular weekly service and by passenger vessels 
of the Fruit Line then in the service. The Colombian Line is to change 
the sailing day of its vessels from New York to Friday or Saturday 
of each week unless otherwise mutually agreed, and is to arrange to 
call at Cristobal with its vessels returning from Colombia upon request 
of the Fruit Line. The Fruit Line is to turn over to Colombian 
vessels at Cristobal and Kingston such general cargo as it may have 
available and cannot handle in its own ships. The Fruit Line is to 
act as agent for Colombian Line vessels at Kingston and Cristobal 
for which service it is to receive an agency fee of $50 per vessel plus 
5 per cent commission on freight revenue from cargo handled in and 
out of the port and 2% per cent commission on disbursements and 
expenditures for account of the Colombian Line. All general cargo 
between New York and Cartagena and Puerto Colombia handled by 
the two lines is to be pooled. The southbound cargo is to be appor- 
tioned 60 per cent to the Fruit Line and 40 per cent to the Colombian 
Line until such time as the Colombian Line shall have improved its 
service to the basis of a weekly sailing with three 16-knot passenger 
and freight steamers, from and after which time the cargo is to be 
apportioned 50 per cent to the Fruit Line and 50 per cent to the 
Colombian Line. Northbound cargo between these ports is to be 
divided equally between the lines. The term ‘general cargo”’ is not 
to include bananas or other cargo owned by either of the parties or 
by any of their respective subsidiaries. Adjustment of the pool is to 
be made every six months during the term of the agreement and the 
line carrying in excess of its agreed percentage either northbound or 
southbound is to pay to the other in cash on such excess the average 
gross rate per ton on all cargo less a deduction of $3 per ton for 
handling charges. In calculating tonnage and rates, northbound and 
southbound cargo are to be figured separately; and all calculations 
of tonnage for determining percentages are to be in tons of 1,000 
kilograms (2,204.6 lbs.). The parties further agree to establish and 
maintain equal freight rates and similar trade practices and to retain 
membership in the East Coast Colombian Lines Conference. The 
agreement is to continue in effect for a neriod of ten years. 

Calmar Steamship Corporation with Pacific Steamship Company: 
Arrangement for through movement of shipments from Portland, As- 
toria, Seattle and Tacoma to designated North Atlantic ports, with 
transhipment at San Francisco or Wilmington, Calif., and from San 
Francisco to the same North Atlantic ports, with transhipment at 
Wilmington. Through rates are to be rates shown in Calmar’s East- 
bound Maximum Rate List No. 1, out of which that carrier is to 
absorb the local proportional rate of the Pacific Steamship Company 
as set forth in Pacific Coastwise Conference Tariff Division Sheet 
No. 4. Cost of transferring lots of cargo aggregating less than 100 
tons is to be assumed by Calmar, while coastwise line’s vessels are 
to call at Calmar dock when shipments aggregate 100 tons or more. 

Munson-McCormick Line with National Navigation Lines of Mex- 
ico: Provides for through shipments from Philadelphia and Baltimore 
to West Coast of Mexico ports, with transhipment at San Francisco 
or Los Angeles. Through rates are to be based on direct line rates 
and apportioned equally between the lines, each of which is to assume 
one-half the cost of transhipment. 

Nelson Steamship Company with National Navigation Lines of 
Mexico: Through billing arrangement covering shipments of lignin 

itch from Norfolk, Va., to La Paz, Mexico, with transhipment at 
an Francisco. Through rates are to be based on the combination 
of the local rates of the participating carriers, each of which is to 
assume one-half the tolls and transhipment charges at San Francisco. 

Bank Line, Ellerman & Bucknall, Kokusai Kisen Kaisha, Nippon 
Yusen Kaisha, Osaka Shosen Kaisha and Silver Line with Norton, 
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Lilly & Company: Agreement between members of Gulf Sub-Commi 
tee of the Far East Conference and Norton, Lilly & Company whe t- 
the latter agrees to observe rates on cotton made or adopted b Teby 
Gulf Sub-Committee of the Far East Conference in respect 4 the 
steamers owned or operated by lines not members of the confere 

when loaded by Norton, Lilly & Company at South Atlantic and Fo 
ports. Agreement is terminable by Norton, Lilly & Company at ulf 
time upon twenty-four hours notice to the Secretary of the Gulf sue 
Committee of the Far East Conference. Mm. 

Bank Line, Ellerman & Bucknall, Kokusai Kisen Kaisha Nip 
Yusen Kaisha, Osaka Shosen Kaisha and Silver Line with Amen 
Gulf Orient Line, Fern Line, Reardon Smith Line and Kawasakj ‘ 
Kaisha: Records informal agreement between the members of th 
Gulf Sub-Committee of the Far East Conference and four non-member 
lines operating vessels from the Gulf to Far East ports that on thei 
steamers loaded at South Atlantic and Gulf ports the non-member 
lines will observe cotton rates made or adopted by the Gulf Sub. 
Committee of the Far East Conference; the non-members to have the 
right to terminate the agreement at any time upon twenty-four hours 
notice to the Secretary of the Gulf Sub-Committee. 

United Fruit Company with Gulf Pacific Line: Request for ap- 
proval of deletion of name of Cuyamel Fruit Company from two agree. 
ments between Gulf Pacific Line and United Fruit Company, Munson 
Line, Cuyamel Fruit Company and Standard Fruit & Steamship Com. 
pany, covering through shipments from Pacific Coast ports to Cuban 
and Caribbean Sea ports, approved by the Board September 25, 1998 
The purpose of the proposed modifications is to eliminate from the 
agreements the name of the Cuyamel Fruit Company, the assets ang 
steamships of which have been acquired by the United Fruit Company 

United Fruit Company with American Fruit & Steamship Corpora. 
tion and New York & Cuba Mail Steamship Company: Request board 
approval of substitution of name of United Fruit Company for that of 
Cuyamel Fruit Company in agreement respecting maintenance of 
uniform rates and conditions in connection with shipments between 
New York and New Orleans and Vera Cruz and Tampico, Mexico 
approved by the Board October 9, 1928. Approval of proposed modi- 
fication is requested to record United Fruit Company as the successor 
of the Cuyamel Fruit Company in this agreement. 

Michigan Transit Corporation with Arnold Transit Company and 
Goodrich-West Ports Steamship Company: Arrangement covering 
through shipments between Kenosha, Racine and Milwaukee, Wis., and 
all points served by the Arnold Transit Company, with transhipment 
at Chicago and Mackinac Island. Through rates are to be those shown 
in Michigan Transit Corporation’s tariff S. B. No. 26 and are to be 
apportioned in accordance with the percentage basis indicated in the 
agreement. 

Luckenbach Gulf Steamship Company, Inc., with United Fruit 
Company. 

—e Gulf Steamship Company, Inc., with Munson Steam- 
ship ne. 

Luckenbach Gulf Steamship Company, Inc., with Standard Fruit 
& Steamship Co.: Three agreements identical in terms and differing 
only as to parties, covering through shipments from Pacific Coast 
ports of call of Luckenbach Gulf Steamship Company to Cuban ports 
of call of participating carriers, with transhipment at New Orleans, 
Through rates and divisions thereof are to be as set forth in Pacific 
Coast-Gulf-West Indies Eastbound Minimum Rate List No. 3 accom- 
panying the agreements and made part thereof. The arrangements 
are subject to minimum bill of lading charge of $7 to be apportioned 
$4 to Luckenbach Gulf, which is to absorb cost of transfer of ship- 
ments at New Orleans, and $3 to the on-carrying line. Provision is 
contained in the tariff for transfer charge of 6 cents per 100 Ibs; 
transfer charges in excess of or less than 6 cents are to be absorbed 
or retained by the lines on the basis of 60 per cent by the intercoastal 
carrier and 40 per cent by the on-carrying line. 

Michigan Transit Corporation with Charlevoix-St. James Transit 
Company and Goodrich-West Ports Steamship Company: Covers 
through shipments between Kenosha, Racine and Milwaukee, Wis. 
and St. James, Mich., with transhipment at Chicago and Charlevoix, 
Mich. Through rates are to be as set forth in Michigan Transit 
Corporation’s tariff S. B. No. 25 and are to be apportioned in accord- 
ance with percentage divisions specified in the agreement. ; 

Luckenbach Steamship Company, Inc., with Mitsubishi Shoji 
Kaisha, Ltd.: Arrangement for through shipments from United States 
Atlantic Coast ports to Oriental ports, with transhipment at Seattle, 
Portland or San Francisco. Through rates are to be the same 4s 
direct line conference rates. Through rates to base ports are to be 
apportioned equally between the lines, each of which is to assume 
one-half the cost of transhipment, subject to minimum _ proportion 
of $5 per ton to the trans-Pacific carrier. On cargo to outports, dif- 
ferential ports and arbitrary ports Mitsubishi Shoji Kaisha is to receive 
the excess of the through rate to destination over the through rate 
to base ports. . 

Luckenbach Gulf Steamship Company, Inc., with Mitsubishi Shoji 
Kaisha, Ltd.: Arrangement covering through shipments from United 
States Gulf ports to the Orient, with transhipment at Seattle, Portland 
or San Francisco. The terms and conditions of this agreement in 
respect to the basis and apportionment of the through rates are 
identical with those of Agreement No. 1211 between Luckenbach 
Steamship Company, Inc., and Mitsubishi Shoji Kaisha, Ltd. 


OCEAN MAIL CONTRACTS 
The Trafic World Washington Bure 


That American ship operators should not be barred from 
obtaining the benefits of the mail subventions under the Jones 
White merchant marine act simply because, in addition to their 
American-flag ships they operate ships under foreign registry, 
was the position taken by Senator Vandenberg, of Michigal, 
in opposing in the Senate the amendment offered by Senator 
McKellar, of Tennessee, to the White bill providing for pret 
erence to purchasers of Shipping Board vessels in the matter of 
ocean mail contracts. The McKellar amendment would require 
100 per cent American operation as a condition precedent to the 
award of a mail contract. 

Senator Vandenberg said the McKellar proposal was # 
paraphrase of the so-called Davis bill that passed the House 
but “failed to win the slightest favorable consideration in the 
committee on commerce of the Senate.” 

“The Postmaster-General,” continued the senator, “appeared 
before the committee and presented a cogent and convincing 
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By Neptune’s highway— 


All the way from 
' Buffalo to Duluth 


‘coastal | 
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—a fast, economical route for your freight 
between those points—when you route it 


by the M-A-T Poker Fleet. 


From Ace to Ten Spot—five fast, depend- 
able, ocean-type freighters. 


For convenience, for speed and efficient 
handling all rail connections at each end 
of the line are served with one terminal 
operation—efficiency and economy of time 
and money for the benefit of our customers. 


MINNESOTA-ATLANTIC 
TRANSIT COMPANY 


Detroit & Security Trust Company and 
A. Miller McDougall, Receivers 








Minneapolis, New York, N. Y. 
“ean Philadelphia 

St. Paul, Minn, Pa. 

Duluth, Minn. Buffalo, N.Y. 

Chicago, Il. Detroit, Mich. 


The Traffic World 


f —_ \) JUST 


OFF 
THE 
PRESS! 


Crammed Full of the 
LATEST NEWS 





Get Yours Now! 





VERY Traffic Man whose 

scope includes the Southern 
half of the United States will be 
vitally interested in The New 
Houston Port Book which is just 
off the press. 


While written primarily in the 
interests of the Port of Houston 
it is, nevertheless, not colored 
by local pride or prejudice, but 
founded on the latest accurate 


facts and figures and contains: 


a world of helpful information 
about shipping, marketing and 
distribution in the Southwest. 





The Houston Port Book 





has been edited especially for the 
Traffic Man and we are anxious 
for every one of you to get your 
copy. We promise that you will 
find it worth while, so drop us a 
line and your copy will come by 
return mail. 





Just Address 





DIRECTOR OF THE PORT 


Fifth Floor Courthouse 
HOUSTON, TEXAS 
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analysis, which demonstrated beyond peradventure, at least to 
my satisfaction, and I think to the satisfaction of the entire 
committee, that the pending amendment, far from assisting the 
development of an American merchant marine, would act pre- 
cisely contrary and produce handicaps instead of assistance.” 

The Michigan senator also dissented from the contention of 
Senator McKellar that subsidies would be paid foreign ships 
unless his amendment were adopted. He argued that payment 
of the mail subsidy and the making of loans for new ships to 
American ship operators who also operated foreign-flag ships 
would enable the Americans gradually to replace the foreign 
ships with American ships and that in that way an American 
merchant marine would be built up. 

“So long as the shipowners can have the government build 
their ships, and then pay them subsidies for operating them, 
how easy it is to be in the shipping business and to make 
money out of it,’’” commented Senator McKellar. 

“If that is wrong, then the whole Jones-White act is wrong,” 
said Senator Vandenberg. 

“T think it is,” said Senator McKellar. 

“Then we are certainly at a fundamental difference,” said 
Senator Vandenberg. “The senator disbelieves in any aid in 
the creation of an effective merchant marine. From that premise, 
I readily concede that his present purpose in offering the pend- 
ing amendment is utterly sound, because the amendment which 
he has offered would accomplish, in nine cases out of ten, 
precisely the object which he frankly confesses, namely, to 
make the Jones-White act absolutely innocuous and to nullify 
and negative its contribution to the creation of a useful Ameri- 
can merchant marine.” 

Senator McKellar offered an amendment modifying his ‘100 
per cent” ’amendment so that an American company not oper- 
ating a foreign ship in competition with American ships could 
obtain ocean mail contracts on certification from the Shipping 
Board and approval of the Postmaster-General. This would 
open the way for American shipping lines using foreign vessels, 
but not in competition with American ships, to obtain mail 
contracts. 


NEW MOTOR SHIP SAILS 


The new motor ship, “Taranger,’ of the Westfal-Larsen 
Company Line, sailed on her maiden voyage from Santos, 
Brazil, June 4, to arrive at Los Angeles Harbor on June 30 
and San Francisco July 3, according to announcement made 
by the General Steamship Corporation, Ltd., Pacific coast agents. 

The “Taranger” is the fourth of a new fleet of motor ships 
especially constructed for the trade between the east coast 
of South America and Pacific coast ports. Like her sister ships, 
this vessel is equipped with large refrigerator compartments and 
has accommodations for a limited number of passengers. Each 
of the vessels of the fleet is designed to develop a speed of 
14 knots. 

The fifth new motor ship for the trade, the MS “Heranger,” 
is expected to be delivered by her builders the latter part of 
July. 


TRANSFERS TO FOREIGN REGISTRY 


Transfers of vessels to foreign registry have been author- 
ized by the Shipping Board as follows: 


Santa Cecelia, sold by the Grace Steamship Company, of New 
York, to Karl Krogstad, of Oslo, Norway, to be transferred to Nor- 
wegian registry. 

The tanker Socony, sold by the Standard Oil Company, of New 
York, to the Standard Transportation Company, Ltd., of Hongkong, 
China, to be transferred to British registry. 

The schooner Mariana, sold by Compania Maritima de E. Moreno 
& Co., S. en C., San Juan, Porto Rico, to Siltro A. Henriquez, Mar- 
garita, Venezuela, to be transferred to Venezuelan registry. 


VESSELS SOLD FOR SCRAP 


The Shipping Board has authorized sale of 15 vessels now 
laid up in the Hudson River to the Union Shipbuilding Company 
of Baltimore for $237,950, with the understanding that the 
vessels will be completely dismantled and scrapped within 12 
months of the date of delivery. The vessels have an aggregate 
of 133,683 deadweight tons. 


HOG ISLAND SOLD 


Sale of Hog Island to the city of Philadelphia for the sum 
of $3,000,000 was completed at the Shipping Board June 2 with 
the signing of the final contract by Chairman O’Connor of 
the board. Mayor Harry A. Mackay had previously signed the 
document on behalf of Philadelphia. The contract provides 
that the property shall be used for the creation of a modern 
air, rail and marine terminal. 

Fifteen per cent, or $450,000 of the purchase price, will 
be paid down and the city will guarantee the immediate ex- 
penditure of $500,000 for grading the portion of the property 
to be used as an airport. It is likewise provided that improve- 
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ments to the waterfront will be undertaken on the regpong; 
bility of the city. In the first ten years of the city’s ownership 
of the property the amount of 3 per cent per annum will be 
paid on the unpaid balance of principal as ground rentaj on 
interest and in the following ten year period, or until the 
entire principal sum shall have been paid, the amount of ¢ 
per cent per annum will constitute this rental. 

At the northerly end of the island’s water front a Seaplane 
landing basin having shore frontage of 1,400 feet hag been 
provided, leaving approximately 13,000 feet of waterfront for 
the marine terminal features of the project. All the area jp. 
mediately back of this strip has been reserved for rail terminals 
and warehouses, and the remaining 307 acres of “backlanq” 
will constitute the airport. 

Chairman O’Connor made the following comment on the 
sale: 


The transfer of Hog Island to the city of Philadelphia wij), ; 
believe, mark a very important step in the promotion of the new 
American merchant marine. The future of transportation is bound 
to reveal a closer linking together of land, air, and water trave| 
and I sincerely believe that this air-rail-marine terminal to be cre. 
ated at Hog Island is one of the most forward-looking projects of its 
kind ever undertaken. As Hog Island served its country well as a 
shipyard during war time, it will continue to serve it well ag 
terminal during peace-time. 


MERCHANT MARINE INQUIRY 


In the course of debate in the Senate on the White bil 
providing for preference to purchasers of Shipping Board lines 
in the awarding of ocean mail contracts, Senator McKellar, of 
Tennessee, sought action on a motion of Senator Copeland, of 
New York, for reconsideration of the vote by which the Senate 
April 23 adopted the McKellar resolution providing for a sweep. 
ing investigation of the Shipping Board and Merchant Fleet 
Corporation. The Tennesseean, however, was not successful in 
having the motion taken up. 


CANADIAN MERCHANT MARINE 


The Canadian government and the management of the Cana- 
dian government merchant marine are at present discussing 
the advisability of continuing or abandoning this shipping serv- 
ice, according to Sir Henry Thornton, president of the Canadian 
government merchant marine, speaking before a special par- 
liamentary committee on railways and shipping, Assistant Trade 
Commissioner A. H. Thiemann, Ottawa, Canada, informs the 
Department of Commerce. 


COAL PIER AT NEWPORT NEWS 


Announcement has been made by the Chesapeake & Ohio 
of award of a contract for construction of a new fireproof coal 
pier at Newport News, Va. It is said to be one of the biggest 
projects provided for in the last annual budget of that line, and 
will be located on the water front, about a half mile east of 
present Pier 9, near Little Boat harbor, on property owned by 
the railway company. It will be 1,000 feet long and 70 feet 
wide, and will consist of a concrete dock supported on concrete 
piles. After machinery is erected, it will be capable of loading 
coal on any ship now in ocean trade, and, according to the 
announcement, will handle coal economically and with the mini- 
mum amount of breakage. Back of the pier will be ample sup 
porting yards. A 35-foot channel will be dredged to deep water. 
Work will begin within the next few days. 


POWERFUL LIGHT TO AID LAKE SHIPPING 


A great increase in the intensity of the light at Twin River 
Point Light Station, Lake Michigan, has just been announced 
by the Lighthouse Service, of the department of Commerce. 
Twin River Point, situated but a few miles north of Manitowoc, 
Wis., is of much importance to shipping in Lake Michigan. 
North and south bound traffic, following the routes agreed upon 
by the Lake Carriers’ Association, sight this light in order to 
alter course at this point for ports at both ends of the lake. 

Twin River Point Light will also be of value to the large 
fishing fleet operating the year round from Two Rivers Harbor 
just to the south. The geographic range of this light is nine 
teen miles, and with its present intensity of 240,000 candlepoweé!, 
it will be of assistance to vessels approaching Manitowoc from 
the northward, and also to the car ferries which ply between 
— and the eastern shore of Lake Michigan at all times 
of year. 


RECIPROCITY IN BUYING 


The Federal Trade Commission has announced hearings it 
No. 1779, its complaint against the Waugh Equipment Co., Ar 
thur Meeker, Frederick W. Ellis and J. B. Scott (see Trafic 
World, May 24, p. 1382) as follows: At Buffalo, N. Y., June 3; 
Boston, Mass., June 5; New York, N. Y., June 9; St. Louis, Mo. 
June 13, and Chicago, Ill., June 16. 


1c. 
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1 0) 0) Years Old 


HE Boston & Lowell Railroad, in- 

corporated on June 5, 1830, consti- 
tuted the beginning of steam railroads in 
New England, was the first of the lines 
comprising the present Boston and Maine 
system of 2200 miles, and was one of the 
very earliest of all railroads. 


e@The pioneer Boston & Lowell had its 
inception in the minds of the mill owners 
of Lowell, Mass., whose plants constituted 
the beginning of the great industrial sys- 
tem of New England and of the United 
States. These old mill owners were their 
own traffic managers and realized the 
need for faster and more dependable 
transport than was possible with stage- 
coach and canal. 


elt was after much deliberation that the 
directors of the embryo Boston & Lowell, 
in 1830, decided this major problem: 
“Do we determine to use locomotive en- 
gines? —and if so, will it be necessary to 
finish the center of the road for a horse- 
path?” They were courageous and fore- 
sighted men ... and the hissing, roaring, 
iron monster won out— with no provision 
for a horse-path. 


@ With like courage, the directors decided 
that no expense should be spared to make 
their railroad — “more permanent and 
safe.” Contrasted with other early 
railroads, its rails were of wrought 
iron, instead of the customary wood- 
en rails enforced with iron straps; 
and the ties were of granite — per- 
manent, indeed. The gauge, adopted 
by the Boston & Lowell, 100 years 
ago — 4 feet 8% inches — is the 
standard railroad gauge today. 
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e@ These were the beginnings of the Bx And, as 
and Maine Railroad, which — 100 yeanfto celebr 
old — has been made $100,000,000 nedend Mait 


in recent years, by reason of abnormahihe Bost: 
large expenditures for improvements ghhat in 
improve service . . . including 130-pouyfoad we | 


rail, rock- ballasted roadbed . . . new anjlers, and 1 
heavier bridges, mechanized classificatigghives on | 
yards, the new $10,000,000 North Statig 
passenger terminal group at Boston, a 
new and more powerful locomotives,,|, 
(These latter are of 3400 horse p 
and weigh 337 tons, by contrast with 
little 7-ton engine of 15 horse po 
which Stephenson built in England, 
the first “loco-motive engine,” for 
Boston & Lowell.) 


e@The industrial growth of New Eng 
in the past century has been fostered 
has been paralleled by the growth of 
railroads. The railroads of New Eng 
are called upon to provide transport 
for one of the greatest concentrations 
persons and of industrial activity in 
country; and, to provide this service 
the promptest and most dependal 
possible basis, the Boston and Maing 
recent years, has been pioneering allt 


again. 


elts $5,000,000 car retarder fre 
classification yards, almost in the he 
of Boston’s industrial and business di 
trict, the utilization of motor transportil 
co-ordination with train service, the or 
struction of a direct-steaming roundhow 
at Boston, where 50 of the modern im 
horses of the Boston and Maine arestablei 
— are among many new factors in Nw 


England railroading. 
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ASHBURN ON BARGE LINE 


Praising the accomplishments of the Inland Waterways 
Corporation, the government barge line agency, of which he is 
the chairman and executive, Major General T. Q. Ashburn, in 
an address June 6 at Pittsburgh, Pa., before the Propeller 
Club, said he had received a letter from the editor of The 
Nation asking him to write an article on the subject in which 
the editor said: 


We are very much interested in what the government does, and 
does not succeed in doing in the management of business affairs, and 
your account of the government corporation which has brought the 
inland waterways in this brief five years’ period to the place where 
they are making a little profit, was one of the most encouraging 
things that I have heard, and especially to those of us_who do not 
believe that the government is forever incapable of developing a 
means of carrying on business efficiently. 

General Ashburn discussed at length his views on divisions 
of joint rates between the barge line and the railroads and in 


conclusion said: 


What we propose to do, in order that the public may have the 
benefit of the full water differential, is to shrink our ‘“‘all-water’’ local 
rates precisely as we expect the co-operating railroads to shrink their 
‘‘all-rail’’ local rates, if necessary. If the through rate were a com- 
bination of the local first class rates, the rate-prorate method would 

e exactly the same division of earnings. But the through rate is 
not by any means a combination of the local first class rates, and 
the shrinkage, if any, by the rail lines or water lines through the 
application of this formula for dividing the through revenue is neg- 
ligible, or if not, should be considered as negligible when compared to 
the fairness of the method to both carriers and the public. It seems 
to me this basis has been misunderstood, or deliberately mistorted, 
in an effort to antagonize the public against our operations; and to 
create the impression that although we claim to give the public the 
advantages inherent in water transportation, we expect the railroads 
to bear the ‘‘all-water’’ saving, or at least a part of it. 

We submit this plan to the public, as we have submitted it to the 
Interstate Commerce Commission, in the full belief that it is fair to 
the rail lines, fair to the water lines, and above all, beneficial to the 
public at large. 

If a more equitable scheme can be devised for dividing accruing 
revenue between the participating carriers without depriving the 
public of the inherent advantage of water transportation, we shall 
welcome it gladly, and accept it thankfully. 


In the course of his address General Ashburn said, “the 
corporation has had an annual net income of over $82,000 
annually since 1925.” He did not state that the last annual 
report of the corporation showed that it had a net loss of 
$354,048.46 for the calendar year 1929. The general also said 
the corporation had become self-sustaining and that it had 
required “no congressional appropriations to continue its opera- 
tions.” In another part of his address, however, he pointed 
out that Congress had appropriated $15,000,000 for the purchase 
of stock of the Inland Waterways Corporation. 


BARGE LINE STORAGE 


Increase of the area of the hostility between the fed- 
eral barge line and the members of the American Warehouse- 
men’s Association was averted this week by the barge line’s 
withdrawal of tariff schedules proposing to increase its stor- 
age in transit activities by adding canned goods and green 
and roasted coffee to the list of commodities that might be 
placed in barge line warehouses while in transit. The sched- 
ules, carried in supplement No. 27 to the barge line’s I. C. C. 
No. 176, extended the storage privilege to coffee and canned 
goods at St. Louis, Mo., Cairo, Ill., Birmingham, Ala., and Mem- 
phis, Tenn. 

Request for the suspension of the supplement was made by 
the merchandise division of the association mentioned. The 
barge line did not answer the protest, but requested and re- 
ceived special permission to cancel the proposals the day before 
they were to have become effective, June 5. 

The protest said that the transit provisions, although pub- 
lished “ostensibly” as a transit arrangement, provided for with- 
drawal from the barge line warehouses for local delivery within 
the St. Louis switching district, with the barge line absorbing 
the switching charges from the storage point to points within 
the district. The protestant asserted that the schedules would 
be in violation of the first and third sections of the interstate 
commerce act. It also declared that the provisions of the sup- 
plement would unduly prefer those shippers and receivers of 
freight who stored in the government barge line warehouses 
and would unduly prejudice those who stored in public ware- 
houses, including those owned and operated by the members 
of the association. In addition, the protest, in part, said: 


That if the proposed schedules are permitted to go into eff. 
the members of this association and those shippers using the faci 
ities of our members, will suffer irreparable loss. In this connectig ‘ 
we wish to direct the attention of the Commission to the fact that 
the proposed arrangement is just another step in the barge tine 
practice towards the destruction of private property as represented in 
the warehouse industry. The warehouse industry has _ millions t 
dollars invested in facilities existing for the purpose of renderin, 
service to the public, and we are afraid that this is another enter: 
ing wedge, and may be the beginning of an effort on the part of the 
barge line to go beyond the scope of its duty as a carrier and enter 
a new field, not directly relating to its duties as a carrier, 

In the event that the barge line should claim that motives of 
economical operation cause it to confine its transit arrangements to 
goods stored in its own warehouses, we point out that the barge line 
proposes, in the same schedules, to pay the cost of handling and 
switching of shipments of canned goods and coffee to points within 
the switching limits of St. Louis. It certainly would cost the barge 
line no more if it should allow this transit to apply at the warehouses 
operated by our members within the switching limits of St. Louis 
Mo., and to pay the cost of switching thereto. , . 

That your protestant respectfully submits that the members of 
our industry feel that we are especially singled out by the federal 
barge line for persecution in the shape of prejudicial and discrimina- 
tory tariff provisions. This practice has been continued during the 
past several years, and we believe that all of the tariff provisions of 
the respondent in so far as they relate to storage and ahamegtiane of 
terminal expense connected therewith, will bear out this statement. 


BARGE OPERATING RESULTS 


The War Department has announced that Major General 
T. Q. Ashburn, of the Inland Waterways Corporation, has re. 
ported to the Secretary of War as follows: 


The actual operating result of the entire Inland Waterways Cor- 
poration for the month of April, 1930, showed a net income of $81,272 
in excess of all operating expenses. 

_The total tonnage carried on the rivers amounted to 129,300; of 
which 47,900 tons were southbound and 81,400 tons were northbound. 

The Warrior River Terminal Company carried 39,399 tons with a 
net profit of $1,572.39. 

. The New Orleans office has just remitted to this office $100,000 
in excess of the allowable working fund of $250,000. 


ALLEGHENY ADVISORY BOARD 


The fourteenth regular meeting of the Allegheny Regional 
Advisory Board will be held in the Hotel Morgan, Morgantown, 
W. Va., June 12. The executive and railroad contact con- 
mittees will meet in joint session on the morning of the pre 
ceding day, June 11, at the Morgantown Country Club. 

The June 12 meeting will be attended by representatives 
of industry and railroads to receive reports from twenty-five 
standing committees as to prospective freight car requireme’'s 
in the forthcoming third calendar quarter as compared with the 
number actually utilized in the corresponding period of 1929. 
In addition, consideration will be given to a number of sub- 
jects involving car supply and transportation service. The 
railroad representatives will report as to their ability to handle 
the estimated volume of traffic. The board’s territorial jurisdic: 
tion embraces western Pennsylvania, eastern Ohio, northem 
West Virginia, and the so-called pan handle of Maryland. 

The Morgantown Chamber of Commerce, Civic Club, and 
other local organizations have made plans for entertainment 
of those who attend. Wives of board members and railroad 
representatives are invited to be in attendance, special plans 
having been made for their entertainment. Motor trips have 
been planned to view the West Virginia University Campus 
and buildings, Cheat River and Canyon, Lake Lynn and Lake 
Lynn Power House, and Scott’s Run coal field and other natural 
attractions. 


TRAFFIC SECTION FORMED 

A traffic section of the Virginia Manufacturers’ Association 
was formed at a recent meeting at the Westmoreland Club, 
Richmond. It was attended by manufacturers throughout the 
state and will include in its personnel traffic representatives 
of the members of the association. D. A. Dashiell, traffic mat 
ager, F. S. Royster Guano Company, Norfolk, was elected chail- 
man. H. M. Mabey, Mathieson Alkali Works, New York, and 
R. K. Crawford, N. N. Shipbuilding and Drydock Compaty, 
Newport News, were elected vice-chairmen. Other members of 
the executive committee are as follows: T. J. Offterdinget, 
Lynchburg Foundry Company, Lynchburg; B. S. Dowdell, Hui 
mel-Ross Fibre Corporation, Hopewell; G. T. Hennessey, 
Hooker-Bassett Furniture Company, Martinsville; E. L. Wil 
liams, Larus Brothers & Co., Richmond; S. G. Fisher, Visco 
Corporation, Roanoke, and Frank G. Louthan, Richmond. 
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HIGHWAY SAFETY CONFERENCE 


Recommendations of committees of the third National Con- 
ference on Street and Highway Safety to the end that accidents 
and congestion may be reduced and uniform traffic regulations 
adopted throughout the country were approved in general by 
the conference. The task of making effective the recommenda- 
tions has been passed on to the states and municipalities, as it 
is recognized that they must be the ones to take final action. 

The conference, at the conclusion of its session, adopted the 
following message to be conveyed to President Hoover: 


Under the inspiration of your appeal to this conference at its 
opening meeting to promulgate effective measures for the reduction 
of traffic accidents and congestion, the conference has considered 
and adopted reports covering every phase of this vital and complex 
problem, and the members thereof, representing nearly every state 
and important civic or business group in the nation, return to their 
communities and to their official, professional and business responsi- 
bilities inspired with a deep determination to make the recommenda- 
tions of this conference effective, so that your confidence in us may 
not have been misplaced. 

The uniform standards and recommendations approved by this 
conference represent, it is confidently believed, a great advance 
in the principles of safe use of public streets and highways, resulting 
from the cooperative and cumulative efforts of traffic leaders through- 
out the nation, made possible by your wisdom and foresight in 
organizing the national conference in 1924. 

Before adjourning we wish once more to express our gratitude 
for your lesdership in this movement, and we believe and expect 
that the future will demonstrate the ability of the American people 
to solve or at least ameliorate this problem. 


Secretary of Commerce Lamont, in addressing the confer- 
ence at the conclusion of its sessions, said: 


The deliberations of this conference have, I think, been impres- 
sive in two respects. They have brought into clear perspective the 
gravity and complexity of the problem with which it has dealt and 
indicated practicable methods by which it must be approached. 

This subject is one of vital concern to all of us and touches the 
well-being of the whole people. As such it calls for concerted action 
not only by governmental authorities of all the states and all the 
municipalities but by the national associations and organizations 
threugh which the public interest, not to say the public responsibility, 
is expressed. 

The conference itself is an avowal of this singleness of purpose 
and of public responsibility. Its conclusions represent the best 
thought and judgment available brought to focus upon the many 
aspects of the traffic problem. 

This is an accomplishment of no little magnitude but it is the 
beginning, not the end, of your endeavor. The task that remains is to 
put your conclusions into effect, to apply the solutions upon which 
you have agreed. 

How is this to be done? It is not for the federal government to 
undertake to carry out your recommendations. That cannot be done 
without violence to our fundamental political principles and the 
genius of our institutions. It is the proper function and desire of the 
federal government to assist the states_and municipalities in carrying 
out the purposes of the conference but not to encroach upon the 
authority which rightfully belongs to them. 

The task rests primarily with the states. The responsibility is 
theirs. I think the deliberations of the conference are a convincing 
guaranty that they will have the earnest support of the organizations 
and associations which have been represented here. 

Finally, the success of this important undertaking rests with the 
ublic, with the individual citizens whose welfare is the end sought 
y this gathering. 

May I bespeak for your efforts this necessary individual coopera- 

tion and express my own personal appreciation of the highly im- 
portant work you have done? 


PRODUCTION OF AUTOMOBILES 


From the assembly chains of the great motor factories and 
the workshops of smaller plants throughout the world rolled a 
vast tide of more than six and a quarter million new passenger 
cars, trucks and busses in 1929, according to C. F. Baldwin, 
assistant chief, automotive division, of the Department of Com- 
merce. 

“Reports,” said he, “of operations of great factories in the 
United States, Canada and Europe, where a year’s output is 
measured in thousands of vehicles as well as in smaller plants 
where production is counted in hundreds of scores of units, 
indicate that a total of 6,295,352 automobiles were manufac- 
tured in the year. That figure represented an increase of 
1,092,213 vehicles over the previous record production total of 
5,203,139 vehicles produced in 1928. Out of more than 270 motor 
factories in 16 different countries rolled this unending stream 
of new and more efficient units of transport to facilitate man’s 
activity to aid in the mobilization of his industry and to exploit 
the undeveloped regions of the world. Into that stream went 
cars for the masses and cars for the very rich, three-wheeled 
cars from Denmark, two-cylinder cars from Austria, trucks and 
busses from Nippon and millions of cars for all classes of buy- 


‘lantic City, N. J., June 18 to 20, inclusive. 
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ers throughout the world from great factories of the United 
States and Canada. 

“Factories in the United States and Canada were responsible 
for a total production of 5,621,709 vehicles in 1929, or more thay 
89 per cent of the world’s total, as compared with 4,601,141 units 
or approximately 88 per cent of the total in 1928. Increages in 
production were also registered during the year by England and 
France, while Germany and Italy each reported decrease oy. 
puts. Of the relatively less important producing countries 
Switzerland, Sweden and Czechoslovakia showed gains in pro. 
duction; in Austria and Belgium the automotive output de. 
creased slightly. But the United States and Canada alone 
accounted for about 90 per cent of the production increase jp 
1929 over the year before. 

“Automobiles ranked first in value among all products 
manufactured in the United States and second among the 
country’s exports of 1929. The manufacture of 5,621,709 auto. 
mobiles in the United States and Canada in 1929 represents 
an all-time production record, and an increase of more than 
one million vehicles over any previous production figure. The 
production of 4,811,108 passenger cars was greater by 786,518 
than the previous record production of that type of vehicle set 
in 1928. The output of 810,601 trucks and busses is an increase 
of 234,050 over the record total established in 1928. Production 
in the United States alone included 4,603,610 passenger cars 
and 754,804 trucks and busses, as compared with 3,827,849 cars 
and 530,910 commercial vehicles in 1928. Canada produced 
207,498 cars, 55,797 trucks and busses in 1929 and 196,741 cars, 
45,641 trucks and busses in 1928. 

“Exports of motor vehicles from the United States alone 
totaled 537,201 during the year, an increase of 6 per cent over 
the 1928 total of 507,097. Exports of passenger cars in 1929 
totaled 339,448, a reduction of 7.8 per cent as compared with 
368,329 shipped abroad in 1928, but truck and bus exports, total- 
ing 197,758, represented a gain of 41.8 per cent over the 1928 
exports. Ten per cent of the American production of motor 
vehicles went abroad as complete units in 1929; 11.6 per cent 
in 1928. 

“Canada exported 64,863 passenger cars in 1929, a gain of 
16.6 per cent over the 1928 total and 36,858 trucks and busses, 
55 per cent more than in 1928.” 


MOTOR TRANSPORT DIVISION 


The motor transport division of the American Railway 
Association will meet at the New Municipal Auditorium, At- 
Matters of vital 
importance to all railroads, involving the present legislative 
situation and the development of solicies which the railroads 
as a whole can subscribe to, will be presented by the law 
committee, according to the announcement. 

R. H. Aishton, president of the American Railway Ass0- 
ciation, will address the afternoon meeting the first day. A. P. 
Russell, chairman of the division, will preside at the morning 
session, June 18, and in the afternoon E. Wanamaker Will 
preside as chairman of the rail-motor car session. The motor 
coach section meeting the morning of June 19 will be presided 
over by P. J. Neff, chairman, and on the third day, R. K 
Stackhouse, chairman of the motor truck section, will preside. 


MOTOR VEHICLE TAXATION 


A technical basis for apportioning motor vehicle taxes is 
suggested by Charles F. Marvin, Jr., mechanical engineer of the 
heat and power division of the Bureau of Standards, in an article 
in the current issue of “Public Roads,” published by the De 
partment of Agriculture. 

“The rapid increase in motor transportation which has 
occurred in the past thirty years would not have been possible 
without the highway improvements and extensions which have 
accompanied the development of the motor car,” says he. 

“These highway improvements and extensions threw upo. 
the state and local governments a great additional financial 
burden which, with their existing revenue systems, they were 
ill-prepared to assume. Since no part of this increase in high 
way expenditures could be attributed to any factor other thal 
the new demands of automobile traffic, it seemed equitable and 
expedient to impose special taxes on motor vehicle owners to 
meet the cost, in part at least, of the special service provided. 
After years of application, state registration or license fees and 
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fuel taxes have come to be accepted as just and logical forms of 
taxation. 

“However, at the present time there is no generally ac- 
cepted basis for determining the amounts of fees for the various 
classes of vehicles or the units within a class. Neither is there 
any agreement as to how the total tax levied by a state should 
be apportioned between the fuel tax and registration fees. Each 
state has selected its own method of levying fees, with the 
result that at the present time vehicles are rated according to 
chassis weight, unladen weight, capacity, gross weight, horse- 
power, piston displacement, value, tire width, or tire type, as 
well as on several different combinations of two or more of 
these characteristics. In many cases there is no definite rela- 
tion between the characteristic used as a base and the justi- 
fication for taxing or the amount of fee charged. Some states 
rate passenger cars and trucks on the same basis, while others 
do not. Several states have sacrificed simplicity of administra- 
tion in an effort to obtain more equitable fees, while other states, 
apparently aiming at simplicity, have prescribed fees which 
seem inconsistent in their distribution of the tax burden among 
vehicles of different characteristics. All of the states and the 
District of Columbia impose fuel taxes of from 2 to 6 cents a 
gallon, but there is no consistent relation between the amounts 
of the fuel taxes and the amounts of registration fees.” 

Mr. Marvin says that gross weight of a loaded vehicle is 
the best single measure of the justification for taxing. With 
that as a premise he proceeds to develop his formula, which 
he states in algebraic terms. He discusses the fuel tax and the 
imposition of registration fees and their use in the formula. 


AUTOMOTIVE ENGINEERS 


Vincent Bendix, president of Bendix Aviation Corporation, 
Chicago, was nominated for the presidency of the Society of 
Automotive Engineers at that organization’s summer meeting 
at French Lick, Ind., May 25 to 29. Other candidates selected 
by the nominating committee are as follows: Treasurer, C. W. 
Spicer, vice-president, Spicer Manufacturing Corporation, Plain- 
field, N. J.; councilors, Frederick S. Duesenberg, Norman G. 
Shidle and Charles E. Tilston. The following divisional vice- 
presidents were nominated: Aircraft engineering, Dr. G. W. 
Lewis; aircraft engine engineering, Arthur Nutt; Diesel engine 
engineering, W. F. Joachim; passenger car engineering, John 
A. C. Warner; transportation and maintenance engineering, 
F. K. Glyn. Vice-presidents to represent motor truck and motor 
coach engineering and production engineering were not nom- 
inated. The five-day celebration of the twenty-fifth anniversary 
of the organization was concluded with a historical pageant 
which filed past the veranda of French Lick Springs Hotel the 
afternoon of May 29. The historical exhibit, gathered together 
for the anniversary celebration, was characterized by A. L. 
Riker and Peter M. Heldt, both associated with the industry 
since its inception, as the greatest assemblage ever made of 
such material. 


RATES ON COAL 


Carrier witnesses at the joint hearing in dockets 23130 and 
22818, which began at Chicago before Examiner Trezise June 2, 
contended that rates on roal from Illinois mines to Chicago via 
interstate routes and to points in Indiana taking the Chicago 
rates had been approved by the Commission and were generally 
lower than rates applicable to coal traffic in eastern territory. 

The cases involve a question of discrimination against in- 
terstate traffic, as a result of lower intrastate rates fixed by 
the Illinois commission. Representatives of the Illinois com- 
mission sat with Examiner Trezise, a state case having been 
joined with the two interstate cases. Docket 23130 was insti- 
tuted by the Commission on its own motion, in response to 
carrier petitions asserting unlawfulness, in violation of section 
13 of the act, of the intrastate rates to Chicago from Illinois 
mines and to numerous other points, the Illinois commission 
having ordered a five-cent reduction in the Chicago rates as a 
result of state cases 15568 and 17231, and related dockets, which 
reductions took effect June 20, 1929. The present rate from 
southern Illinois mines to Chicago, intrastate, is $1.90, as 
against a rate of $1.95, interstate. 

Docket 22818 was filed by the Illinois Coal Traffic Bureau 
and attacks the interstate rates from Illinois producing fields 
to Chicago rate points, alleging undue preference of shippers 
of coal in eastern coal producing fields. It embraces a sub- 
number filed by James S. Kirk and Company. 

Three other cases, dockets 18770, 21020, and 21223, were 
originally assigned for hearing with the other two interstate 
cases, but were withdrawn at the hearing. They attack rates 
to Davenport, Bettendorf, and Linwood, Ia., Moline, Ill., and Dav- 
enport, Ia., and other adjacent points. Hearing in them was post- 
poned with a view to hastening disposition of the two former 
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cases. It was pointed out that reductions in the intrastg, 
rates from the Illinois mines to the Illinois points are to take 
effect July 1, and that the carriers expected to file Petitions 
attacking the lawfulness of those intrastate rates. Rather 
than hold a postponed hearing to consider the issues thy 
would result from that, the parties agreed to the Separation 
of the cases. 

The existing interstate rates to Chicago from the Tllinoig 
fields were approved by the Commission in the so-called (yy. 
cago coal cases, 128 I. C. C. 265, according to testimony of J, 1, 
Lunsden, assistant coal traffic manager, Illinois Central, R. BR 
Battey, coal traffic manager, Burlington, and other carrier yj. 
nesses. In addition to their showing that the interstate rate 
were fixed by the Commission, and contention that they were 
on a low level, their testimony was for the purpose of indicat. 
ing that the intrastate rates to points not reached by the inter. 
state routes were on a relatively low level. 

Representatives of the individual lines serving the Illinois 
mines placed detailed testimony in the record covering the 
history of the rates applicable via their lines, testimony as ty 
the revenue needs of the carriers, and other matters. The first 
four days of the hearing were required for completion of that 
testimony. 

D. W. Buchanan, president of the Old Ben Coal Corpor. 
tion, began the presentation of the testimony on behalf of 
the Illinois operators June 6. He made a vigorous plea for 
reduction, rather increase, of rates on Illinois coal, holding that 


the condition of the industry was such that any increases [ 


would inevitably work to the detriment of both the mining 
industry and the carriers. Following a lengthy survey of 
economic conditions surrounding the industry, and past relations 
of the railroads and the mine operators, he declared that, 
despite enormous losses to the railroads as the result of fall. 
ing off in tonnage from the Illinois mines, the “railroads have 


contented themselves with a stolid and stubborn determina. 
tion to keep rates at the highest possible level.” It would be the © 


most “extravagant folly,” he said, for them to hope to increase 


their revenues through increasing the rates, with the industry [ 


in its present condition. There had been a time, he went on, 


when the railroad officials of the lines serving the coal mines f 


showed “statesmanship and broad vision” in their dealings with 
the mining industry of Illinois. That was no longer in evidence, 


he insisted, and he deplored the absence of a spirit of coopera F 


tion on the part of the railroads in the evil days which he 
said had fallen on the industry. The decline in Illinois produc. 
tion of coal in recent years had been more than five times as 
great as that for the country as a whole, he said. 

It was thought the hearing would last till about the middle 
of next week. 





GRADE CROSSING ACCIDENTS 
Accidents at highway grade crossings 


in the first two f 


months this year resulted in 320 fatalities, a reduction of % [ 


compared with the corresponding period in 1929, accordltg 
to the American Railway Association. 
period, 890 accidents took place at highway grade crossings, 
a reduction of 104 compared with the corresponding period last 
year. 
of 1930 totaled 1,054, a reduction of 34 compared with the same 


period last year. In the month of January there were 1!) 


For the two months P 


Persons injured in such accidents in the first two months 


fatalities at highway grade crossings compared with 249 fa j 


the same month last year. In the month of February, ther 
were 148 fatalities compared with 154 in the same month last 
year. 


HOWELL BILL PLAN 


The Senate interstate commerce committee June 6 decided 


to send letters to shippers, railroads, and others interested it 
the Howell rate-making and valuation bill (S. 4005) asking for 
comment on and constructive criticism of the measure. It i 
planned to have the replies made not later than the middle of 
August. Following the receipt of the replies the committee 
expects to work out some plan whereby it will cooperate with 
the Commission in summarizing the replies. Hearings on the 
bill will not be held until the next session of Congress, cor 
vening in December. 


TRAFFIC MANAGEMENT SURVEY 
(Domestic Commerce, Department of Commerce) 


The traffic department of a New England paper compaly 


reports to the transportation division its success in arral 
with small concerns in the vicinity to include shipments in its 
pooled carloads, thus enabling the firm to ship cars oftener al 
to load more heavily. Persuading the buyers of carload lot 
to accept paper on skids instead of in cases is also credited 
the traffic department. 


June 
—— 





PAGE 1535 





No. 23 
ce 


Tastate 
LO take 
etitions 
Rather 
8 that 
aration 


Illinois 


of that f 


‘orpora- 


half ot | 


lea for 
ng that 
creases 


mining | 


vey of 
lations 
d that, 
of fall 
ls have 
ermina- 
be the 
ncrease 
ndustry 
ent on, 
| mines 


gs with § 


ridence, 


oopera- F 


lich he 
produc 


Imes ag | 


middle f 


‘st two F 
1 of 8 F 


cording 
months 
ossings, 


iod last fF 


months 


le same § 


ere 11) 
249 for 
r, there 
ath last 


decided | 
sted in | 


cing for 
. Ith 
iddle of 
m mittee 
te with 
on the 
ss, con 


compat 
rangilé f 


s in its 
ner and 
yad lots 
dited t0 











, Paper for this FREE volume 


ANALYTICAL INTERSTATE COMMERCE ACT 


For Traffic and Transportation Men 


portation Law Institute to its many enthusiastic sub- 

scribers, constitutes Volume-Unit No. 17 of Federal 
Regulation of Commerce, a series of reference and text 
units containing a complete, authoritative and system- 
atic treatment of all the law on the subject. 

Realizing the great practical value of this particular 
subject, the Institute has printed for complimentary 
distribution an extra edition of this handy, reference 
volume. While the limited edition lasts, a free copy 
will be mailed, without cost or obligation, to all those 
interested in traffic and transportation activities. 


Mechanical Arrangement 


The Institute’s treatment of the Interstate Commerce 
Act in this new volume is unique in that each of its 
provisions is thoroughly analyzed under elucidative 
captions and sub-headings, together with complete cita- 
tions to its statutory reference, legislative evolution 
and interpretation and construction. 

‘The Act thus presented in detailed, analytical form, 
will aid one in gaining a crystallized working knowledge 
of its various provisions and the classification of its 
mandates; and aside from its educational value, will 
prove of great practical utility for authoritative ref- 
erence purposes. 

The detailed Alphabetical Index appended to this 
Unit, containing over two thousand topical references, 
with the elaborate plan of cross-indexing employed, 
makes instantly available any and all provisions of 
the Interstate Commerce Act, as that statute has been 
amended and supplemented to date. 


Complete Transportation Law Library 


The complete 40 Volume-Unit Library, Federal Regu- 
lation of Commerce (cited F. R. C. in briefs and for 
other reference purposes), contains a comprehensive 
statement of the law, both substantive and remedial, 
on every proposition pertaining to the regulation of 
commerce by Congress under the commercial clause of 
the Constitution, with full citation of authorities, in- 
cluding procedure in Interstate Commerce Commission 
cases, with forms of pleading and practice. 

The controlling decisions of the Supreme Court of 
the United States interpreting and construing the 
Interstate Commerce Act and related statutes are 
carefully analyzed and digested under a Numerical 
Key System which is connected with a continuous manu- 
Script file in the Institute’s editorial department 
whereby the current law and ‘latest decisions are 
accessible. 


T HIS valuable work, recently released by the Trans- 
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Consultation Service 


The subscribers of Federal Regulation of Commerce 
are accorded a service that is afforded by few, if any, 
publishers of legal works, i. e., the privilege of con- 
ferring with the Institute’s staff of commerce attorneys 
and traffic and transportation experts relative to prob- 
lems arising in activities within the scope of the work. 


Optional Home-Study Course 


For the benefit of those who want to qualify as 
Interstate Commerce Commission practitioners, an 
auxiliary home-study training program is available 
at a nominal additional charge. This consists of Read- 
ing Guides, Transportation Law Problems, Grading and 
Tutorage Service, Standard Solutions, and Diploma con- 
ferring the degree of Bachelor of Transportation Law 
(B. T. L.). All necessary helps are provided for those 
who desire to pursue the subject academically, so that 
no previous traffic or legal experience is necessary. 


Send for Your Copy Today 


The complimentary distribution of the Volume de- 
scribed above is confined to men of serious purpose. It 
is not for boys or mere curiosity seekers but for those 
who appreciate the important part a knowledge of In- 
terstate Commerce Law plays in traffic and transporta- 
tion activities today. Use the coupon below or address 
a request on your letterhead to the Transportation Law 
Institute (affiliated with Blackstone Institute), Dept. 
40-A, 307 North Michigan Ave., Chicago, Illinois. 


TRANSPORTATION LAW INSTITUTE 
(Directed by the Staff of Blackstone Institute, Dept. 40-A) 
307 North Michigan Ave., Chicago, IIl. 


Please send me without cost or obligation a copy of your 
Volume-Unit 17 containing the Analytical Interstate Commerce 
Act; also information concerning your transportation law refer- 
ence series, Federal Regulation of Commerce, and its auxiliary 
features. 


DROID... dd-edscedasouns seb eeee hake wlbieh tas hehe ees 
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Aviation News 





AIRWAYS PROGRAM 


On the completion of a program calling for the lighting 
of 3,000 miles of airways in the next fiscal year, there will be 
17,500 miles of federally-lighted airways available for aircraft 
operation, according to Clarence M. Young, Assistant Secretary 
of Commerce for Aeronautics. 

“Included in the program of airways development for the 
next fiscal year,” Mr. Young said, “are provisions for establish- 
ing 20 additional airways radio stations broadcasting weather 
information to pilots in flight on an hourly basis and by the 
end of that period, the number of such stations in operation will 
be 65. In addition to these, the system of collecting current 
weather information along the airways by the use of automatic 
telegraph typewriters will be extended to 8,500 miles and the 
radio beacon service will be developed during the fiscal year 
period to the point where 50 per cent of the lighted airways 
will be equipped with this aid to air navigation. 

“When the airway program of the Department of Commerce 
is completed, there will scarcely be a square mile of area in 
the United States where flying is a regular activity that a 
pilot cannot receive hourly radio broadcasts of weather informa- 
tion in flight, whether during the day or night. When it is 
recalled that but a few years ago a pilot flying cross-country 
had no knowledge of weather conditions to be encountered with 
the possible exception of a report on conditions at his destination, 
the weather broadcasting service on the airways is an extremely 
important development and should contribute in a large measure 
to the decrease in accidents due to weather. 

“The airways as established by the Department of Com- 
merce are for the use of every pilot and plane, regardless of 
the nature of their activities. Unlike railroad rights of way, 
any number of air transport lines may operate over a Depart- 
ment of Commerce airway and all are at liberty to utilize the 
facilities that constitute the airway and which are established 
in the interest of safety and reliability. 

“While passenger, mail and express planes are flying the 
airways and are taking full advantage of the aids to air naviga- 
tion provided thereon, privately-owned and operated planes and 
other aircraft engaged in non-scheduled operations also can be 
flying these federally-established routes and are entitled to 
use the air navigation facilities. 

“These facilities include beacon lights located at 10 mile 
intervals wherever the condition of the terrain permits such 
spacing; intermediate landing fields, leased and conditioned by 
the Department and spaced at from 20 to 30 mile intervals; the 
radio range beacon which guides the pilot towards his terminal 
by radio signals; the hourly radio broadcasts of weather condi- 
tions and the extensive automatic telegraph typewriter system 
which collects the weather data for dissemination through the 
radio weather broadcast stations.” 


IMPORTANCE OF GRAF FLIGHTS 


Using the trans-equator flight of the Graf Zeppelin as his 
text, Dr. Julius Klein, assistant secretary of the Department 
of Commerce, in a radio talk from Washington, June 1, asserted 
that those flights had a genuine business importance, for they 
were not made solely for the sake of publicity. 

“They are leading to important air transportation services,” 
declared the assistant secretary. “The beginning is about to 
be realized. Plans and experiments are progressing 
and in the near future we may expect to see heavier-than-air 
ships take their place in the world’s transportation system, 
influencing our lives collectively and individually.” 

A good start, he added, had been made before the war and 
since 1919 there had been regular airship service in Europe, 
particularly in Germany. In the war period, he said, the air- 
plane came to the fore. As he sees the airplane it provides 
local and long-distance rapid transportation, largely over land. 
The airship, he said, had to find other duties. His suggestion 
was that the other duties included quick transportation by air 
between continents and across broad oceans, such as the Span- 
ish government was providing for, under contract, between 
Spain and Argentina. He said there were also plans for air- 
ship service between America and Germany. Owing to the con- 
clusion of Hugo Eckner, captain of the Graf Zeppelin, that she 
was not large enough for such service, a larger one, Dr. Klein 
said, was to be built. 


In the eyes of Dr. Klein, America’s possession of a 
listic supply of helium, the non-inflammable, inert gas, 
much to the United States, because it means that the ai 
flying the American flag may be constructed with engines 
senger and control cars as integral parts of the hull fin 
possibility lending itself to the making of more efficient , 
signs and decreasing the wind resistance. That greater eff. 
ciency, he indicated, would compensate for the 7 per cent lesser 
lifting power of helium than the hydrogen now used in the 
Zeppelin, with considerable fire hazard. He thought the pa 
of the Graf back and forth through the blistering heat of the 
equatorial zone, without bad effect on the hydrogen, of itsel! 
constituted a test of significance. = 

Under present conditions, Dr. Klein said, the cost of ope. 
ating government ships with non-inflammable helium wag 
than the cost of operating them with hydrogen. While | 
army and navy helium recovery plant near Amarillo, Tex, 
producing only about 1,000,000 cubic feet a month, the supp 
of natural gas from which helium is obtained, according ty 
Dr. Klein, is countable, literally, in centuries. fe 

“With experience and increased knowledge of the 
ences affecting airship operations, as well as the behavior of 
airships themselves,” said Dr. Klein, “we may expect larg 
airships—sufficiently large, in fact, to carry almost unbeli 
loads. These heavy cargoes will be carried over long dis 
All the world is becoming more closely knit by im 
transportation facilities. We all know the history of the { 
velopment of airplanes. Few of us are willing to p 
definite future possibilities for this vehicle of the air. It woul 
be as foolhardy to predict limitations for the airship.” 


DIRIGIBLE THE SUPERIOR 


Neither the airplane nor the seaplane, according to Carl P. 
Fritsche, vice-president of the Detroit Aircraft Corporation, ca 
compete with the dirigible as a carrier. Therefore, in his opi 
ion, the dirigible will dominate future air transportation. M. 
Fritsche expressed that opinion in a hearing on the Kahn bill 
H. R. 12199, before the House military affairs committee, Th 
bill authorizes construction and procurement of an all-metil 
dirigible for the United States army. The navy has sucha 
dirigible of relatively small size. The proposal is to builds 
larger one for the army. 


According to Mr. Fritsche the efficiency of such an airshi 





C. M. YOUNG, AS A GLIDER 











P. & A. Photo 
Officials and inspectors of the aeronautics branch, department of 
commerce, have succumbed to the new sport of gliding. More than 
sixty flights were made in three gliders one day recently at Bolling 


Field as part of studies being made by the aeronautics branch of 
the necessity for glider regulation. he picture shows Clare 
M. Young, assistant secretary of commerce for aviation, In 
glider Just before being launched by the shock cord method. !t 
was his first flight. 
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- CHAPTER XVI 
Frisco-land 
V1SCO-tan 
Two To Texas 
Two tamous Frisco flyers, The 
Bluebonnet and the Texas Special, 
lead a fleet of fast passenger and 
freight trains serving the great 

Southwest. 

The same qualities of service that 
appeal so much to shippers using 
the Frisco, contribute to the excel- 
lence of these crack passenger 
trains. Fine roadbed, fast schedules, 
modern equipment and powerful 
locomotives add comfort and short- 
en your journey to and from the 


Southwest via Frisco Lines. 


S. S. Butler 
General Traffic Manager 
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increases much more rapidly with size than does the efficiency 
of airplanes. Engineering problems, he said, instead of increas- 
ing with size become smaller. His thought is that the metal 
dirigible is to air craft what the first iron ship was to trans- 
portation by water. The navy all-metal dirigible, he said, had 
been proved successful, that craft having passed, as he said, 
all tests prescribed, with a large margin to spare. The army 
dirigible under consideration will have a carrying capacity of 
100 tons and a speed of 100 miles an hour. 

Dirigibles, Mr. Fritsche said, could facilitate and stimulate 
commerce with South America and other foreign countries, by 
reducing the time of passage between points of origin and desti- 
nation, the reduction from North to South America being from 
about three weeks-to about five days. The proposed army 
dirigible would be about seventeen times the size of the navy 
all-metal dirigible. 


AIR ACCIDENTS 


On behalf of the Senate commerce committee, Senator 
Howell, of Nebraska, has favorably reported to the Senate the 
Bingham bill, S. 3399, to amend the air commerce act of 1926 
with respect to investigation of and reports on air accidents 
by the Department of Commerce. Senator Bingham, of Con- 
necticut, offered the bill after demand had been made for publi- 
cation by the Department of Commerce of reports on the causes 
of air accidents in which a number of passengers lost their 
lives. The proposed legislation is intended to meet the demand 
for information and yet to protect the air operators from having 
the information developed in the investigations of the Commerce 
Department used in civil damage suits. 


COMMISSION PRACTITIONERS 


The following have been admitted to practice before the 
Commission: Edwin F. Austin, Chicago, Ill.; Alexander B. 
Baker, Phoenix, Ariz.; Chester A. Bell, Louisville, Ky.; Otto 
Bock, Denver, Colo.; Robert J. Boone, Miami, Fla.; F. G. Buck, 
Toledo, O.; V. K. Butler, Jr., San Francisco, Calif.; O. W. Carl- 
son, Salt Lake City, Utah; Norman D. Carpenter, Pittsburgh, 
Pa.; A. B. Chamness, Dalias, Tex.; S. F. Coay, Decatur, IIl1.; 
Fred L. Comstock, Chicago, Ill.; F. W. Davies, Birmingham, 
Ala.; Owen E. Durkin, Los Angeles, Calif.; E. J. Eldridge, 


Youngstown, O.; Victor L. Emery, Medicine Lodge, Kan.; Wil- 
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liam E, Eppler, New York, N. Y.; Walter E. Gates Au 

Tex.; Harry R. Hamer, New York, N. Y.; Don F. Harner ‘pra 
Beach, Calif.; Eugene L. Harris, North Kansas City, Moe 
H. W. Hinrichs, Kansas City, Mo.; Rinehold W. Hinz. '1/° 
ville, Ky.; J. A. Hoffman, Brooklyn, N. Y.; Morris B, oe 
New York, N. Y.; John J. King, Texarkana, Tex,; John « 
Lathrop, Kansas City, Mo.; William F. MacDonald png 
Ill.; Ford Maggard, Little Rock, Ark.; John S. Metz, Charlens 
Pa.; H. D. Musick, Kingsport, Tenn.; Henry M. Peetz Cleve 
land, O.; Herbert O. Rathke, Kansas City, Mo.; William War 
field Ross, Washington, D. C.; Joseph T. Scallon, Galesbur, 
Ill.; Charles A. Shank, Chicago, Ill.; J. J. Shefsick, Greenbue 
Pa.; Clarence M. Smith, New York, N. Y.; H. H. Stahle Tolede 
O.; Eugene J. Theisen, Weehawken, N. J.; John E. Troma, 
San Francisco, Calif.; Roger DeForest Underwood, Pueblo, 
Colo.; Lester Jay Wadsworth, New York, N. Y.; Louis B. Whit 
ney, Phoenix, Ariz.; Joel Thomas Williams, Dallas, Tex,: 9 7 
Younggren, Kewanee, III. ae 


FARM PRICE INDEX 
The general level of farm prices on May 15 was 3 points 


lower than on April 15, and, at 124 per cent of the pre-war leyg | 


the index of prices paid to producers was 12 points lower tha 


on May 15 a year ago, according to the Bureau of Agricultur | 


Economics, U. S. Department of Agriculture. 

Lower prices for cotton, grains, meat animals, and dairy ani 
poultry products accounted for the decline from April 15 t) 
May 15. 
modities which rose in value per unit in the month. 


On May 15 indices of farm prices of poultry and poultr} 


products were 7 points lower than on April 15; farm prices o 
grains were down 5 points; meat animals, 4 points; dairy proé. 
ucts, 3 points; and farm prices of cotton and cottonseed, dom 
1 point. As compared to April 15, the May 15 index of fam 


prices of fruits and vegetables was the only sub-group to shor® 


an advance. This advance amounted to 6 points. 


LOCOMOTIVE INSPECTORS’ SALARIES 
The House committee on interstate and foreign commer: 
has favorably reported S. 3845, the bill providing for increase 
in the salaries of officers of the bureau of locomotive inspec 
tion of the Commission. 








53 Hours 
67 Hours 


Laredo to Mexico City ... 
Eagle Pass to Mexico City .. 


NATIONAL 


RAILWAYS 


GHIPMENTS under through bills of lading 
are moved across the border with utmost 
expediency; movement to final destination is” 
resumed without delay, once shipments are 
cleared through customs house. 


Customs Agencies 


The National Railways of Mexico maintain official cu» 
toms agencies at El Paso, Eagle Pass, Laredo and Browne 
ville, Texas, which are fully equipped to handle all 
shipments. The employment ofthese agencies 

many advantages, particularly in billing all customs 
incidental charges including importation duties to be— 
collected at destination. 


Fast Freight Service 


Allimport freight receives prompt and careful attention; 
is forwarded to destination on daily fast freight trains. 


For Complete Information 
Communicate with 


F. P. De'Hoyos, Gen. Agt. G. B. Aleman, Gen. Agt. 





1515 Penn Bldg. 2195 Ry. Exch. Bldg. 
New York City St. is, Mo. 
F. N. Puente, Gen. A. Horcasitas, Com. 
441 Monadnock Bldg. 414 Whitney Bank B! 
San Francisco, Calif. New Orleans, La. 
F. C. Lona, Com. Agent F. Alatorre, Com. t 
Room 1520, 815 Pacific Electric 
Two-O-One North Wells Bidg. Los Angeles, Cal. 
Chicago, Illinois 
El Paso to Mexico City . . - 101 Hours 
Brownsville to Mexico City . 69 Hours 


OF MEXICO 


Potatoes apples and cottonseed were the only con} 
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Boosts Earnings 


200 Per Cent 


—Through Traffic Management 


When U. S. McIntyre was still a rate clerk for one of the 
Western railroads—cog in a great machine—he little dreamed 
that within a few short years he would be operating a traffic 
bureau for three Southern cities—each an important shipping 
point—at an increase in salary of more than 200 per cent. 

He had read of such advancement time and again in LaSalle 
advertisements. He knew that the field of Traffic Management 
offers unusual opportunity to show results and on the strength 
of those results to win promotion. 

But—you know how hard it is to picture Pn ge earning 
three times what you are now making—even though plenty of 
others have proved such success to be readily within your grasp. 

Today, however, Mr. McIntyre is Traffic Manager of the 
Muscle Shoals District (organized, incidentally, by another 
LaSalle-trained man who reports a salary-increase of 500 per 
cent), and good evidence of the important work he is doing is 
shown by the fact that his bureau has already saved the shippers 
and receivers of that district more than $1,000,000. Mr. 
McIntyre is now insuring further progress through the pursuit 
of home-study training in Law. 


Send for Free Book— 
“Opportunities in Traffic Management’”’ 


If you are sincere when you say that you want to get ahead, 
you will profit greatly through the reading of a 64-page book 
entitled, “Opportunities in Traffic Management,” which LaSalle 
will send you free. 

To hundreds of men this book has been worth many times 
its weight in gold, for the reading of it has helped set them on 


the path to Fortune. 
at will it do for you? Possibly a great deal! Do your 
part by clipping and mailing the coupon NOW. 


——— — — Find Yourself Through LaSalle! — — — — —"— 


LaSalle Extension University 
The World’s Largest Business 
Training Institution 


Dept. 695-TR Chicago 


Tell me about your salary increasing plan as applied [© 
to my advancement in the business field checked 

ow. nd copy of “Ten Years’ Promotion in 
One,” all without obligation. 


C) Traffic Management 
() Business Management Banking and Finance 
O Higher Accountancy LCL) Credit and Collection 





C) Modern Salesmanship Correspondence 
C1 Railway Station Manage- CJ Modern Business Corre- 
ment spondence 


(1) Telegraphy 

Expert Bookkeeping 

C. P. A. Coaching 
Business English 
Commercial Spanish 
Effective Speaking 
Stenoty py—Stenography 
s Training 


C) Railway Accounting 

O) Law—Degree of LL.B. 

(1) Commercial Law 

C) Industrial Management 

©) Modern Foremanship 

C1) Personnel Management 
Paper Salesman 


OO0H800 


Name SCTE SESE EHEESC SESS OEE SHEESH HEHEHE HEHEHE HEE EE 
Print your name and address 
Present Position ee NT ee @eeeoeveveee 


Address ......... hence stale viosineeedesssbeesmeseeeeoes 


eeeesessesese 
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OOOOH OOAOO OOOO Tie, 
Personal Notes 


EO ee ee ee 


C. E. Jefferson has been appointed freight traffic manage 
Canadian Pacific, with office at Montreal. H. W. Gillis has 
been appointed assistant freight traffic manager, western lings 
with office at Winnipeg, Man. G. Hiam has been appointa 
assistant freight traffic manager, eastern lines, with office 
Montreal. The following additional promotions have peg 
made: R. E. Larmour, general freight agent, appointed 4 
supervise solicitation and handling of freight traffic in Canaq 
and the United States, east of Port Arthur, Ontario, and Gray 
Rapids, Mich.; A. Walker, formerly assistant general freight 
agent, appointed general freight agent, with supervision of rate 
and divisions on traffic between points in Canada and the United 
States, interstate and intrastate, except transcontinental rate: 
D. W. Johnston, former chief of division bureau, appoints 
assistant general freight agent; G. F. Buckingham, formerly 
chief clerk to the assistant freight traffic manager, appointg 
chief of division bureau. 

A. K. Hepperly has been appointed agricultural agent, Buy. 
lington, with headquarters at St. Louis, Mo., succeeding W. 3. 
Remley, on leave of absence. E. E. Morris has been appointej 
division freight agent, with office at Galesburg, IIl., succeeding 
R. F. Nicholson, who died. V. B. Budde has been appointej 
commercial agent at Paducah, Ky., succeeding Mr. Morris. 

The following appointments have been made on the Wa 
bash at San Francisco: C. L. Nelson, perishable freight agent; 
L. H. Jones, traveling freight agent, succeeding Mr. Nelson, 
A. J. Carlberg has been appointed traveling freight agent a 
Salt Lake City, succeeding Mr. Jones. 

H. A. Weaver has been appointed vice-president in charg 
of traffic, Kansas City Southern. P. C. Brown, traveling freight 
agent at Texarkana, Tex., has been transferred to Kansas City, 
succeeding F. E. Brown, retired. 

The memory of President George Hannauer, of the Bostn 
& Maine, will be perpetuated by the railroad’s board of dire. 
tors in a large bronze memorial panel in the center of th 
concourse of the New North Station, Boston. Ex-Governor Red. 
field Proctor, of Vermont, as head of the New England Coun¢il; 
W. F. Garcelon, chairman of the New England Shippers’ At. 
visory Board; Lieutenant Governor William S. Youngman, rep 
resenting the state of Massachusetts, and other guests ani} 
speakers at the Railroad Centennial exercises at Lowell, Mass, 
June 5, joined with Thomas Nelson Perkins, President Edwari 
S. French and the board of directors of the Boston & Main 
in formal unveiling of the tablet before they left for Lowell. 

Announcement has been made by D. C. Grant, vice-president 
in charge of finances and accounting, Canadian National Rail 
ways, of the retirement, after 34 years of service, of J. M 
Rosevear, general comptroller of the Canadian National System 
The retirement is also announced of C. E. Friend, assistan! 
general comptroller, who has also completed 34 years in Cans 
dian National service. J. B. McLaren, hitherto comptroller i 
the central region, with headquarters at Toronto, has bee 
appointed comptroller of the system, with headquarters 4 
Montreal. The following appointments have also been a 
nounced: T. H. Cooper, assistant comptroller, general accounts; 
A. C. Egan, assistant comptroller, disbursements; W. S. Hat 
rison, assistant comptroller of revenues; Fred Horton, assistail 
comptroller of subsidiary companies. All will have headquartel 
at Montreal. 


Tarleton Winchester, European passenger director of th 
United States Lines, has been appointed passenger traffic mat 
ager, effective July 1. Mr. Winchester succeeds Owen A. Smith, 
who*resigned. He was formerly a newspaperman and is wel 
known in the steamship business and to the traveling public 
He was appointed traffic manager abroad for the Shippits 
Board, in 1920, and became European passenger director for the 
United States Lines, in 1922, with headquarters in London. He 
will return to this country shortly to assume his new duties} 

In line with the policy of the N. Y. K. Line in changilé 
its staff every four or five years in order to give its employe 
experience all over the world, Kazuo Takahashi, sub-managt 
of the N. Y. K. London branch, has become general managé 
in New York. Mr. Takahashi visited the city in 1916 will 
O. H. Mihira, who opened the first N. Y. K. branch office 
New York. Since then he has been stationed in various N. YE 
offices in the Orient and London. His tew territory extends 
from Texas to Hudson Bay and includes all states east of 
Mississippi. T. Ishitani, the present manager, will return " 
Japan to take up new duties in the head office in Tokyo. 

L. A. Downs, president of the Illinois Central, has 
elected to the executive committee of the American RailWal 
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NEW BILL OF LADING 


Effective August 1, 1930 


Order your supply 


IN ADV ANCE 


from the publishers of 


THE TRAFFIC WORLD 


As soon as it is certain that no addi- 
tional changes will be made in the revised 
bill of lading, our usual supply will be 
printed for the convenience of our sub- 
scribers. This will include both straight 
and order bills, in triplicate or quadrupli- 
cate; 50 sets to each pad. Advance orders 
will be filled as promptly as possible. 


Straight Bills of Lading 


Triplicate Quadruplicate 
100 ( 2 pads) $ 2.00 $ 2.70 
200 ( 4 pads) 3.75 5.00 
300 ( 6 pads) 5.25 7.00 
500 ( 10 pads) 8.00 10.75 
1000 ( 20 pads) 12.00 16.00 
3000 ( 60 pads) 28.00 37.00 
5000 (100 pads) 43.00 57.00 


Write for prices on Order Bills of Lading, 
or bills imprinted with your name and 
address. 


IMPORTANT 


If you need a few pads of the 
present bill of lading to carry you 


up to August 1, take advantage of 
the 10% discount, we are offering at 
this time. 





Send inquiries and purchase orders to 
Merchandise Department 
Traffic Service Corporation 
418 So. Market St. Chicago, IIl. 


P.S. Have you a copy of our handy folder and price 
list of standard traffic department forms? 
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PROFITABLE PROTECTION! 





“THE EASIEST WAY” 
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T1—Top Section 
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T2—Tariff File Section With 24 2-Inch Drop Front Tariff Files 
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T3—Tariff File Section With 16 3-Inch Drop Front Tariff Files 
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T4—Tariff File Section With 12 4-Inch Drop Front Tariff Files 
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T5—Sliding Shelf Section 


mer en 


T6—Twe Drawer Sterage Section 
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T7—Low Sanitary Base Section 


Write us for information 


P. A. Wetzel Company 


Manufacturers 


SPRINGFIELD, ILLINOIS 
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Are you geared to 
modern retail methods? 


Buying and selling are major wheels of 


the business machine. They must mesh. 


Is your selling geared to modern retail 


practice of small stocks and quick fill-ins? 


BUSH DISTRIBUTION SERVICE 
gears selling plans to buying practice 


gets goods to the metropolitan dealer when he wants them 
and in the quantities he needs, charging only for labor and space 
actually used. This reduces costs on existing sales volume and 
greatly increases the potential volume. For many concerns that 
are actually manufacturing or assembling their products in New 
York, Bush provides all necessary facilities for spot production 
as well as spot stocks: economical and convenient water and rail 
transport, good light and layout, low cost power and insurance, 
and unrivaled elevator and trucking service. 

So, if you sell in New York or hope to sell there, and if you 
manufacture or assemble merchandise there, or plan to do either 
— you can use Bush Terminal to reduce costs, to increase profits, 
and to add new volume. 

There are so many ways this service can be valuable that they 
cannot be enumerated here. Just how it will be valuable to you 
depends on your product, your method of sale, your present posi- 
tion in the New York market and other markets. Give us that 
information when you write for a copy of ‘More Profits in New 
York” and we will describe the ways that Bush will gear your 
New York business to local buying practices. 


BUSH TERMINAL COMPANY 


Metropolitan facilities for 
Distribution .. Warehousing .. Manufacturing 


jOR several hundred concerns Bush Distribution Service now 


Executive Offices: 100 Broad St., Dept. H, New York 


Piers, sidings, warehouses, truck depot, manufacturing lofts on New York Bay 
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Association, representing the mechanical division, to 
vacancy caused by resignation of W. W. Atterbury, 
of the Pennsylvania. 

The following appointments and changes have beep an. 
nounced by the St. Louis Southwestern: A. A. Lamark, com. 
mercial agent at Pittsburgh; P. E. Cummins and L. ¢. Lewis 
commercial agents at New York; H. T. Hudson, genera] agent 
at Cairo, Ill.; J. P. Keys, general agent, and F. A. Greene, com. 
mercial agent, at Boston; W. H. Anthony, general agent, and 
M. S. Vogel, commercial agent at Buffalo; J. F. Marlborough 
general agent at Toledo; J. G. Voelkl, general agent at Roch, 
ester, N. Y.; J. H. Arnold, general agent at Memphis, Tepp. 
R. A. Pendergrass, general agent at Nashville, Tenn.; Norman 
Lawson, general agent, and Edward Carson, commercia] agent 
at Washington, D. C.; R. W. True, general agent, and H. Rp 
Knight, commercial agent, at Birmingham, Ala.; H. T. Rose. 
meyer, general agent, at Akron, O.; J. J. Waggener, commercja] 
agent, at Indianapolis, Ind.; Jack Rector, commercial agent, at 
Camden, Ark.; John G. Baumgartner, commercial agent, 3 
Evansville, Ind.; W. E. Thompson, general agent, at Chatta. 
nooga, Tenn.; R. B. Nessum, general agent, at Minneapolis 
Minn.; H. J. Flynn, general agent, and L. H. Peeler, commercial 
agent, at Louisville, Ky.; W. O’Donnell, general agent, and H. 4. 
Speck, commercial agent, at Philadelphia. 

Ed. Hare has been appointed general agent, freight depart. 
ment, New York Central Lines, at Atlanta, Ga., succeeding J, 1. 
Norwood, promoted. V. M. Ousey has been appointed general 
agent, freight department, at Jacksonville, Fla., succeeding 
Mr. Hare. 


fill the 
president 


Doings of the Traffic Clubs 


F. O. Dutcher, president of the Transportation Club of 
Buffalo; A. L. Peterson, president of the Transportation Club of 
Springfield, and F. Bilek, traffic manager, Chelsea Fibre Mills, 
Brooklyn, N. Y., have been appointed to the membership con- 
mittee of the Associated Traffic Clubs of America. 





The Transportation Club of Springfield, Ill., held its June 
dinner meeting last Tuesday evening at the Elks Club. HA. 
Palmer, editor and manager of. The Traffic World, was the 
speaker. He talked about the duties and functions of the 
traffic man and the traffic club. The club will hold its annual 
golf outing July 10. 





The Toledo Transportation Club held a dinner meeting 
June 2. Frank E. Jaynes, dean of education directors, Amer- 
ican City Bureau, was the principal speaker. E. L. McBee, 
assistant superintendent, Toledo Edison Acme Power House 
plant, made a short address on fuel conservation and smoke 
abatement, through the courtesy of the Toledo Smoke Abate 
ment League. 





A dance will be given by the Traffic Club of New York in 
its rooms at the Park Central Hotel June 7. Dinner will be 
served from 6 to 9 p. m. and the music will start at 8 p.m 





A general business meeting of the Traffic Club of Atlanta 
was held at the Atlanta Athletic Club June 2. T. T. Harkrader, 
president of the Associated Traffic Clubs of America, was gues 
of honor. The Traffic Study Club will hold its next meetilg 
June 11 at the Atlanta Chamber of Commerce. 





In reporting, in this column, May 24, a meeting of the 
Chattanooga Traffic and Transportation Club held May 20, tie 
fact that the entertainment was furnished by the Crystal 
Springs Bleachery, Chickamauga, Ga., said to have one of the 
finest amateur musical organizations in the south, was Anat 
vertently omitted. An elaborate musical program, consistilé 
of seven numbers of vocal and orchestral music, was presented 
by the visiting organization. A novelty of the event was dis 
tribution of programs printed on a bleached ten-pound bag 
manufactured by the bleachery. 





The annual outing of the Birmingham Traffic and Transpo 
tation Club will be held at Pineview Beach June 10. Ther 
will be a baseball game between “shippers and the railroads 
bridge, swimming, dancing, horseshoe pitching and 0 
sports. 





The next meeting of the Pacific Traffic Association vill 
be held in the Palace Hotel, San Francisco, June 10. 
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<a> Steamship Service <Q 


Three NEW liners 
General Offices, One Federal St., Boston, Mass. all 33,000 tons 


in size 
FREIGHT AND PASSENGER SERVICE S. S. CALIFORNIA—S. S. VIRGINIA 


Between S. S. PENNSYLVANIA 
Sti : N York—H _ == 
New York New Orleans eds ea deendsaet eat cedar 


Francisco. Regular fortnightly sailings. 13 days Coast- 


Boston and San F rancisco to-Coast in either direction. Thoroughly modern freight 


facilities. Luxurious passenger accommodations. Special 


and garage decks for carrying automobiles uncrated. 


Havana and Santiago, Cuba; Jamaica, Panama, Proposed Sailing Dates: 
Salvador, Nicaragua, Columbia, Costa Rica, Guate- Sect Blain 


mala, Honduras, British Honduras, and via trans- Westbound from New York San Francisco—Los Angeles 

; . Virginia June 21 Aug. 2 California....June2i Aug. ? 

shipment at Cristobal to West Coast Ports of Pennsylvania.July 5 Aug.16 Virginia...... ‘July 12 Aug. 23 
° ° California....July 19 Aug. 30 Pennsylvania.July 26 Sept. 6 

Mexico, Central and South America. from Los Angeles 2nd day following 


For rates and other information address: o4e ” 
onom C 
FREIGHT TRAFFIC DEPARTMENT fi ALL N a fo cifie fine 


M3 California St., 17 Battery Place, 321 St. Charles St., Ss Ln Sa Se 


San Francisco, Cal. New York, N. Y. New Orleans, La. a pie po River Bi. bE ——— 3 Beneduew, F. eo 
\ ‘ (West 23rd St.) Tel. elsea el. Digby 
olin, te. ama ” ae ow 180 N. Michigan Ave. Boston, 84 State Street 
- , Philadelphia, Public Ledger|Bldg. Baltimore, Chamber of Com- 
San Francisco, 311 California St. merce Bldg. 
Los Angeles, Central Bldg. 





Better Industrial Sites — 
In the Market of Supply 


The North Shore Line invites Industries to consider available industrial sites 
served by this Electric Line. 

Pleasant locations, best of living conditions, unlimited labor supply, unlimited power, 
and unusual transportation service to a tremendous market and all sources of 
material supply. 


CHICAGO NORTH SHORE AND MILWAUKEE RAILROAD 


For complete information apply to 
Industrial Department 
C. H. Schildgen, Industrial Agent C. G. Finnegan, Assistant Industrial Agent 
Chicago, Illinois 
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What » » 


that is vital to you 

» » is the 

Interstate Commerce 
Commission 


doing? 


Cases ‘flow through -the Commission’s hands in an 
unending stream. Do you know of all of the decisions 
that may affect you—favorably or unfavorably? 


Favorable decisions you can take advantage of—if you 
know of them. Unfavorable decisions you can protect 
yourself against—if you know of them. 


Keeping a close watch on Commission proceedings is 
ordinarily an endless job. But—we spread before you 
the salient, the vital points, in all proceedings—for 
quick study—in the 


MONTHLY 
DIGEST OF. DECISIONS 


of the 
Interstate Commerce Commission 


““—after reading this very thoroughly | find it is just the issue we 
have been wanting for a long time’ is the opinion of the Traffic 
Department of one of the largest industries of its kind in the world. 


$30.00 is not a drop in the bucket compared to the saving 
possible through the opportunity that may be offered by some 
decision; nor does it amount to anything when compared to a 
possible loss through an adverse decision. ‘We take pleasure 
in enclosing our check,” is another shipper’s reaction to his 
survey of the publication. $30.00 is the subscription charge. 


All that you have to do is to fill in the coupon below and mail it. 
You will be billed after the next issue has been mailed to you. 


H. C. LUST and COMPANY 


Creators of Classified Traffic Law 


160 N. La Salle Street 
Chicago, Ill. 


H. C. Lust and Company 
160 N. La Salle St., 
Chicago. Date 


Please enter my subscription for the “Monthly Digest of Decisions 
of the Interstate Commerce Commission” for one year at $30.00 
—for which I am to be billed. 
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Mann, retiring traffic manager, San Francisco Chamber of 
Commerce, will be guest of honor. Addresses will be made b 
prominent railroad men, with Al Hoskins as master of on 
monies, 





The Women’s Traffic Club of San Francisco held a meet. 
ing at the Women’s City Club June 5, at which Miss Ida Reed 
president of the State Federation of Business and Professional 
Women’s Clubs, was the speaker. Z. Clements, of the Leslie. 
California Salt Company, and Mrs. May Riley, president of the 
Business and Professional Women’s Club of San Francisco 
accompanied Miss Reed. " 





Tuesday, June 3, the Transportation Club of St. Paul had 
as its guest and speaker Mayor Gerhard J. Bundlie of St. Pay 
at a luncheon at the Union Depot dining room. Several vocal 
numbers were given by Miss Nan Courtney, accompanied by 
Mrs. Lillian Lewis. The annual outing and dinner dance was 
held June 5. 





At the weekly luncheon of the Houston Traffic Club at the 
Rice Hotel May 27, pianms were made for a picnic to be held 
June 14. William F. Meyer, vice-president of the club, who 
presided, appointed a committee on arrangements composed of 
E. L. Williams, R. Wright Armstrong, Carl B. Fox, john W. 
Daniel, T. V. Mancias, W. E. Freitag and Miss Rose Holstem, 
Entertainment at the meeting was furnished by the Choral 
Arts Trio. 





Entertainment at the outing of the Transportation Club of 
Louisville at West Baden Springs June 7 and 8 will include 
golf both days, and dinner, bridge and dancing the evening of 
June 7. On the occasion of the annual meeting of the National 
Association of Station Agents in Louisville, June 20, the club 
has arranged for a tour of the K. & I. terminal, with inspec- 
tion of new industries, and lunch at the Fairgrounds. 





“American-Hawaiian Steamship Company Day” was ob- 
served by the Transportation Club of Los Angeles at the 
Alexandria Hotel June 2. The film “Duty to Cargo” was shown 
and other entertainment was provided by Rolland Hamblen, 
“man of mystery.” 





The Oklahoma City Traffic Club held the last of its weekly 
luncheons until September at the Skirvin Hotel June 2. 





The Grand Rapids Transportation Club, June 4, was host 
to a group of industrial traffic managers from Kalamazoo, 
Muskegon and other cities, and also several of the traffic and 
operating officials of railroads from Chicago, Detroit, Toledo, 
Minneapolis and other cities. A dinner with golf featured 
entertainment held at the Silver Lake Country Club. 





The fifth annual banquet and installation of officers of the 
Women’s Traffic Club of Los Angeles, held at the Mayfair 
Hotel, May 28, “closed another year of progress and growth of 
the first women’s traffic club in the world.” The guest speaker 
was Mr. Twyla Kelly, president of the Kelly Airport, at Haw- 
thorne. She pointed out opportunities for women in air trans 
portation. Music during the dinner was furnished by Paul 
MacPherson and Gilbert Collins. Fred Hooper, Americal 
Hawaiian Steamship Company, presented the club with a birth- 
day cake, and baskets of flowers were sent by Mr. Bell, of the 
Santa Fe, and Mr. Lincoln, of the Union Pacific. Emma Kent 
won the prize for 100% attendance in the year. At the close 
of the banquet, Mrs. Grace Dewey, retiring president, was pre 
sented with a floor lamp by the members “in appreciation of 
splendid work done by her.” 





The annual outing of the Central Ohio Traffic Club was 
held June 2, at the Ashland Country Club, Ashland, Ohio, with 
about 150 in attendance. Golf was the main event, which was 
participated in by about 100. At 6:30 p. m. a chicken dinner 


was served, after which entertainment consisting of orchestra, Ml 


solos, and magic was presented. Several Erie officials were 
present, including C. E. Denney, president; R. E. Woodruff, ng 
president, both of New York, and Carl Howe, vice-president, 0 
Chicago. These three each made a short talk. 





Merwin L. Bohan, American commercial attache at 
Guatamala, will be the speaker at a general meeting of - 
Junior Traffic Club of St. Louis at Mission Inn June 10. <r 
tainment will be furnished by the “Wabash Blue Birds. 
tour of Parks Airport is planned for June 21. 





: 9 
The Newark Traffic Club held its monthly meeting ae 
The American Hawaiian Steamship Company furnishe 
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§, N. LONG WAREHOUSE 


Storers, Distributors 
Forwarders 


General 
Pool Car Distribution — Prompt and Intelligent Service 


SAINT LOUIS, MISSOURI 





Get this informative 
booklet for your 
shipping department. 
24 pages of valuable 
data, with many illus- 
trations and charts 
showing the Acme 
method of bracing 
carload freight for 
many kinds of man- 
ufactured products. 
[t presents the com- 
lete story of Acme 
NIT-LOAD, show- 
(| ing how it prevents 
age claims and 
brings many real 
shipping economies. 
No obligation. 
Write today. 


ACME STEEL COMPANY 


2340 ARCHER AVENUE 
CHICAGO 


AUSTRALIA 


FAST DIRECT SERVICE — PASSENGERS AND FREIGHT 
THE TRANSATLANTI +a STEAMSHIP co., LTD. 
3* | MS] MS* 
SS TOLKEN EKNAREN MIRRABOOKA BULLAREN | PARRAKOOLA 
June 12 J 


THIS BOOK 
FREE 





June 6 
June 7 
June 20 
June 25 


July 20 July 20 


July 21 


Aug. 12 
July 26 


Aug. 17 


Aug. 25 


* Calls Bluff, N. Z. 
GENERAL STEAMSHIP CORPORATION 
Pacific Coast Agents 
240 Battery Street, San Francisco 
BEL. MeCONNAUGHEY & CO., INC. J. H. SCHAEFER & CO. 
327 S. La Salle St., 905 Majestic Bldg. 
CHICAGO D OIT 


Southern Steamship Company 


OPERATING FAST FREIGHT SERVICE 
BETWEEN 


Philadelphia, Pa., and Houston, Tex. 


SAILINGS: 


From Philadelphia . . Wednesdays and Saturdays 
From Houston. . ..... Mondays and Thursdays 


Low Rates Quick Dispatch Thru Package Cars 


GENERAL OFFICES: 
321 Commercial Trust Bldg., PHILADELPHIA, PA. 
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CALMAR LINE 


Intercoastal Service 
SAILING EVERY NINE DAYS 


SUBJECT TO CHANGE WITHOUT NOTICE 






SEATTLE 
TACOMA 











2 | FLOMAR June 18 
2 | PORTMAR June 27 
10 | PENNMAR July 6 


July 15 
July 24 


10 | YORKMAR 
10 | MASSMAR 


10 | OAKMAR Aug. 2 
2 | LOSMAR Aug. 11 
2 | ALAMAR Aug. 20 
10 | TEXMAR Aug. 29 
9 | CUBORE Sept. 7 
2 | VERMAR Aug. 10 | Sept. 2 Sept. 16 








For information regarding rates, etc., apply to nearest office: 


Calmar Steamenip Corporation 


moore & McCORMACK CO., INC., GEN. SWAYNE AND HOYT, INC., AGTS. 
Baltimere, Md., 15 S Los Angeles, Cal., 631 Central Bidg. 
cue AL Rookery Bide Portiand, Ore., 911 Bd. ef Trade Bidg. 
Philadelphia, Pa., Bourse Bidg. San Franoisce, Cal., 240 Front St. 
Pittsburgh, Pa., Oliver Bldg. Seattle, Wash., 201 Central Bidg. 


Regular Piers 


Atlantic Coast Pacific Coast 
Salinere—Pler 7, West Md. Ry., Port Los Angeles—2308 Terminal island 
Oakiand—Howard Terminal 
Phitade efbhia—Pler i". Reading Co. tg oe { Oceanic Terminal 
TT] der special ealj at Other plers San Francisco—Pler 


®. 
a Ky ~ earce is effered Seattin Atiantio Dock Terminal 


ORIENT PACIFIC COAST JOINT SERVICE 


OCEANIC AND ORIENTAL NAVIGATION COMPANY 
TACOMA ORIENTAL STEAMSHIP COMPANY 
MATSON NAVIGATION COMPANY 
STATES STEAMSHIP COMPANY 
From Philippine Ports, Manila and Hongkong 
Direct to San Francisco, Los Angeles, Portland, Seattle and Tacoma 


SS KENTUCKY 


June 17 
(Omits) 


Sailing from | SS GOLDEN PEAK SS TACOMA 
May 28 June 7 
June 1 June 11 


June 26 
July 30 
(Omits) 
(Omits) 


July 7 July 13 
(Omits) eae 
(Omits) July 20 


Seattle-Tacoma July 17 (Omits) 


Sailings every week thereafter. 
From Shanghai, Tsingtau, Taku Bar (Tientsin), Dairen and Otaru 
Direct to San Francisco, Los Angeles, Portland, Seattle and Tacoma 


Sailing from SS WISCONSIN SS SHELTON 
June 14 
June 22 
June 27 June 30 
July 4 July 3 
July 10 (Omits) 
(Omits) July 8 


SS GOLDEN TIDE 


June 23 
June 27 


(Omit) 


July 30 Aug. 4 Aug. 13 
(Omits) Aug. 14 (Omits) 

ug. (Omits) (Omits) 
(Omits) (Omits) Aug. 20 


ngs every ten days t ter. 


STATES STEAMSHIP CO., General Oriental Agents 


American-Hawaiian S. S. Co. 
Agents Oceanic and Oriental Navigation Co. Tel. Davenport 2900 
215 Market St., San Francisco, Cal. 


Matson Navigation Compan 
215 Market St., San Francisco, Cal 
Williams, Simend & Co. 


Agents States S. S. Co. and Tacoma Oriental Steamship Co. 
310 Sansome St., San Francisco Tel. Davenport 4700 


‘el. Davenport 2300 
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Consider 
Competition 


for Markets! 


THE element of speed is vital in these 
days of keen competition. Fast “President 
Liners” make available express speed for 
our freight shipments to and from Yoko- 
 saecly Kobe, Shanghai, Hong Kong and 
Manila. Sailings every alternate Saturday 
over the short route from Seattle. Thru bills 
of lading issued to all Oriental ports. 


Express ,‘‘Cargo Liners’ augment this 
service with frequent, dependable sail- 
ings to and from the Orient. 


T. J. KEHOE, Gen. Eastern Agt., 32 Broadway, New York 
W.G. ROCHE, Inc., Gen. Agt. R. W. BRUCE, Gen. Agt. 
1714 Dime Bank Bldg. 110 So. Dearborn St. 
Detroit, Mich. Chicago, Ill. 


L. L. BATES, General Freight Agent | 
1519 Railroad Avenue South, Seattle, Washington 


76 offices in 22 countries at your service 


American Mail Line 


CHILAG 


0 
MILWAUKEE 
ST PAUL 


electrified miles « sootless, 
cinderless « on the scenically 
supreme route of the 


nvWOLYMAPIAN 


Longest continuous electrified ride in the 
world—a thrill whether you’re on business 
or pleasure. Open observation cars in 
Summertime. Over four spectacular moun- 
tain ranges, including the Belts, Rockies, 
Bitter Roots and Cascades by day. 

Travel the new Olympian way! 


Chicago 
Spokane 
Seattle 

Tacoma 


First transcontinental roller-bearing train 


Geo. B. Haynes, Passenger Traffic Manager 
Chicago, Ill. 


Oe MILWAUKEE roap 


Electrified over the Rockies to the Sea 





The Traffic World 


Vol. XLV, No. 




































moving picture, “Duty to Cargo,” showing methods of handlip 
freight from the time it is received from the shipper until : 
finally arrives at destination. The club will hold its next gol 
outing, June 10, at Canoe Brook Country Club, Summit, n J 
The annual outing will be a Mazdabrook Country Club, Par. 
sippany, N. J., September 18. 





F. C. Lona, commercial agent, National Railways of Mex. 
ico, at Chicago, was scheduled as the speaker at the Monthly 
meeting of the Junior Traffic Club of Chicago, June 5, at the 
Palmer House. He was not able to attend, but in his absence 
Carlos Calderon, traveling freight and passenger agent, Nationa] 
Railways of Mexico, read a paper dealing with the Mexicay 
railroads and recent developments in the country. A musica] 
program was presented by three Mexican entertainers, th 
Trio Avilla Lachuga, and lantern slides shown, through the 
courtesy of the railroad. 





The annual meeting and election of the Traffic Club ¢ 
Pittsburgh will be held in the club quarters at the Willan 
Penn Hotel June 9. Dinner will be served at 6:30 p. m, fy. 
lowed by entertainment. The following nominations have bg, 
presented: President, A. L. Doggett; first vice-presidey 
Robert Main; second vice-president, John I. Mulvey; third ric. 
president, P. H. Yorke; secretary, Almer H. Orr; treasurer, 
Samuel B. Duff; governors, W. S. Guy, J. W. McElravy, B, |, 
Blandford, W. R. Cox and Allen Waldbauer. Proposed ameni. 
ments to the constitution and by-laws submitted at the }j. 
monthly meeting April 28 will be acted on. 








The annual outing at Put-in-Bay of the Traffic Club of 
Detroit will be held June 23. O. S. Dustin, general manager, 
Ashley and Dustin Steamship Line, has made the arrange 
ments for transportation. A golf tournament will be given at 
the Clinton Valley Golf and Country Club June 30. 


RAIL FUEL COSTS 


Total cost of coal and fuel oil of Class I railroads in the 
three months ended with March amounted to $76,731,177, as 
compared with $87,574,662 for the corresponding period of 1929, 
according to statistics compiled from carrier reports by the 
Bureau of Statistics of the Commission. For March the total 
cost was $25,063,640, as compared with $28,727,757 for March; 
1929. 


RAIL WAGE STATISTICS 


Class I railroads the middle of March had 1,546,663 em 
ployes and the total compensation for the month was $227, 
066,435, according to rail wage statistics compiled by the Burea 
of Statistics of the Commission from carrier reports. Compared 
with the returns for March, 1929, the summary for March this 
year showed a decrease in the total number of employes of 
81,725, or 5.02 per cent, and a decrease in the total compensation 
of $14,083,342, or 5.84 per cent. 








Docket of the Commission 





NOTE—Items In the Docket marked with an asterisk (°) are 
naving been added since the last issue of The Traffic World. Cane#l 
lations and postponements announced too late to show the change 
this Docket will be noted elsewhere. 


June 9—Washington, D. C.—Examiner Sullivan: : 
Finance No. 8236—Application Me. Cent. R. R. for authority to 4 
quire control of Upper Coos R. R. by purchase of capital stock. 


June 9—Denver, Colo.—Examiner Johnston: 
23076—Dawe’s Dry Milk Co. vs. A. T. & S. F. Ry. et al. 
June 9—Washington, D. C.—Assistant Director Burnside: ; 
Finance No. 6486—Application P. & W. Va. Ry. for authority ' 
acquire control of W. & L. E. Ry. by purchase of capital on 
Finance No. 8231—Application Wabash Ry. for authority to acqu™ 
control of W. & L. E. Ry. by purchase of capital stock. 


June 9—Rochester, N. Y.—Examiner Archer: ta 
22969—-State of N. Y. Department of Agriculture & Markets ¢ 
ve. N. XY. C. BR. BR. Ot al. 
June 10—Washington, D. C.—Examiner Sullivan: wire 
Finance No. 8232—Application B. & M. R. R. for authority to ag ; 
control of Springfield Terminal Ry. by purchase of capital 


June 10—Washington, D. C.—Examiner Kelley: p 
Finance No. 3884—Excess Income of Pencoyd & Philadelphia %. 
June 10—Washington, D. C.—Examiner Walton: 
Finance No. 3718—El Dorado & Wesson Ry. (further hearing). 


June 10—Washington, D. C.—Examiner Glover: 


Fourth Section Application Nos. 1571 et al. (further hearing). 


June 11—Argument at Washington, D. C.: ight Te 
1. & S. 3344—Notice to consignors or owners of carload freig 
fused or unclaimed at destinations. RRB 
21474—Little Rock Chamber of Commerce et al. vs. A. & 


et al. 
22058—Corning Glass Works vs. B. & O. R. R. et al. 
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une 7, 1930 





H. D. DRISCOLL 


Commerce Counsel 
and Attorney 


PHILCADE BUILDING 
TULSA, OKLAHOMA 


JOS. C. COLQUITT 
ATTORNEY AT LAW 


Freight Classification Matters 
Interstate Commerce and 
| Departmental Practice 


| (10 Eighteenth St.. WASHINGTON, D. C. 





ak A. Leffingwell Dick Dixon 


LEFFINGWELL & DIXON 
ATTORNEYS AT LAW 


SPECIALIZING IN RATE, CLASSIFICATION 
| AND VALUATION CASES 


"Nineteenth Fleer, Santa Fe Bldg., Dallas, Texas 


GEORGE H. PARKER 
ATTORNEY AT LAW 
TRANSPORTATION ANALYST 
Unien Trust Bldg. Washington, D. C. 


Formerly Assistant to Director General of a 
| roads, and Comptroller United States R. R. Adm 





BRAINERD W. LA TOURETTE 
ATTORNEY AT LAW 


Specializing in practice before Interstate 
mmerce and State Commissions 


PRACTICE IN ALL COURTS 
|PAUL BROWN BLDG. 





ORY 


DIRECT O 
COMMER 


AND 


HENRY J. SAUNDERS 


CONSULTING ENGINEER 


te Rates—Censolidatiens and Valuations 


643 TRANSPORTATION BLDG. 
WASHINGTON, D. C. 











EST. 1857 






CHICAGO 












Merchandise 








Capacity 





ai iain 


DIRECTORY OF ATTORNEYS AT LAW PRACTICING 
BEFORE THE INTERSTATE COMMERCE COMMISSION 


cea RCE a ER on 


PAYSOFF TINKOFF 


Meultrie Hitt 
Clarence A. Miller 


HITT, MILLER, CAIN & MUNSON 


Union Trust Building 


J. K. MOORE 


F T 
CE 


319 Feurteenth 
Oakland, 


TRUCKING 





JOS. STOCKTON TRANSFER CO. 


1020 SOUTH CANAL ST.—TEL. STATE 3694 


Chicago’s and Kansas City’s 
Most Modern Warehouses 


Pooi Car 
Distribution 


The Traffic World 


matters generally. 


St. Louis, Mo. 


ATTORNEY AT LAW 


Attorneys at Law 


Tax Matters a S 


ATTORNEY-AT-LAW 


502-8 Petroleum Building 


Oklahoma City, Okla. 


TRAFFIC MANAGERS 


EDWARD A. HAID 


Especial attention to rate and railroad 


1704-6 Boatmen’s Bank Bldg. 


Formerly Attorney for the Director General 
of Railroads and Attorney and Examiner 
for the Interstate Commerce Commission. 


Transportation Building, WASHINGTON, D.C. 


Ben B. Cain, Jr. 
G. Kibby Munsen 


Interstate Cemmerce and Federal 
pecialty 
WASHINGTON, D. C. 


Specializing in Rate and Other Transpertation 
Cases 


THOMAS L. PHILIPS 


ATTORNEY AT LAW 


Especial attentien to matters befere Inter- 
state Cemmerce and Federal Trade Cemmis- 
siens, rates, price fixing and _ valuatien. 


PRACTICE IN ALL COURTS 
ST. LOUIS, MO. | Liberty Central Trust Ce. Bldg., ST. LOUIS, MO. 


BISHOP & BAHLER 


c and Transpertatien Matters 


erce Atterney 


Cemm 
1006 Fifth ——- Sacramente, Calif. 

th Stree 369 Pine Street 
Calif. San Francisce, Calif. 


All Traffi 
Cost and Statistical Analyses—Matters Relating Interstate Cemmerce and State Cemmission Cases 
E. W. HOLLINGSWORTH 


FED 
1540 BUILDERS’ BUILDING 


ATTORNEY AT LAW 


ERAL TAXES 


LAWYER AND 


Telephene Randelph 0844 


WASHINGTON, D. C. 
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—aAND— 
CERTIFIED PUBLIC ACCOUNTANT (ILL.) 
SPECIALIZING 
INTERSTATE COMMERCE CLAIMS 
—axKD— 
CHICAGO, ILL. 


THOMAS M. WOODWARD | You can reach Traffic World 
readers each week 


Through the use of an advertise- 
ment in this space at the small 
expense of about one-fortieth of 
a cent per subscriber. 


MANGHUM, MANGHUM & SHANDS 
COMMERCE ATTORNEYS 
Transpertation Building, Washingten, D. C. 
State-Planters Building, Richmend, Va. 
Masen Manghum, fermerly with Interstate Cem- 
merce Cemmission and Virginia Cemmissien. 


- United States” Shipping Beard. 


JOHN ANDREW RONAN 


Counsel, 


COMMERCE ATTORNEY 
11 South La Salle Street, Chicago, IIl. 





WARREN H. WAGNER 
ATTORNEY AT LAW 


Investment Building, Washington, D. C. 
Fermerly Assistant Chief Examiner 
Interstate Commerce Commission 


RAFFIC MANAGERS, TRAFFIC 
EXPERTS AND SPECIALISTS 


T. D. GEOGHEGAN 


COMMERCE SPECIALIST 
Matters Before. State and Federal 
Commissions and Departments 
TRANSPORTATION BUILDING 





LEONARD’S GUIDE 


FREIGHT, EXPRESS, PARCEL POST 
All in One Book! 





Rates and Routing 
Send for Sample Sheets 


G. R. Leonard & Co. 


155 N. Clark St., Chicago 


15 E. 26th St., New York 





2% RICHMOND, VA. 


E Storers, Distributors and Forwarders 
of General Merchandise 


175,000 Square Feet Floor Space 


ir ee Southern R. R. Siding 


2sc Ins. Rate 
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PITTSBURGH DISTRIBUTION 


distribution can be most successfully accomplished to 
District population through the Terminal system. Direct 
r into the group of buildings eliminates all trucking 
and i except for city deliveries. Lowest obtainable insurance rates. Every 
modern facility for dcing business. 


ASK FOR RATES AND RESERVATIONS AND ILLUSTRATED BOOK 
THE TERMINAL BUILDINGS 
Pittsburgh Terminal Warehouse & Transfer Company 
Terminal Way and Carsen Streets Pittsburgh, Pennsylvania 


TERMINAL WAREHOUSES OF ST. JOSEPH, Inc. 


ST. JOSEPH, MISSOURI 


GEOGRAPHICALLY 


LOCATED TO RENDER 
DISTRIBUTORS 


DISTINCTIVE WAREHOUSE 
AND FORWARDING 
SERVICE 
















A COMPLETE SERVICE 


for the warehousing and ILLINOIS 
distribution of merchandise pecatu,, 


to Illinois poimts. 


WAREHOUSES 


TEST YOUR TRAFFIC 
KNOWLEDGE AND JUDGMENT 
FREE 


Traffic knowledge is one thing. Traffic judgment is 
another. The possession of both is absolutely neces- 
sary to success in this new and fascinating profession. 


Learn if your traffic knowledge and judgment are 
worth developing, and how much training you will 
need, through our unique practical test. You will be 
frankly told what your score is. 


We offer you training and development in Traffic 
Specialization subjects and also Traffic Law and I. C. C. 


Procedure. All training available through resident 
classes in Chicago, New York or by mail. Personal, 
individual criticism on your work. 


Send now for your free test. Satisfy yourself 
whether you have the natural ability to succeed in 
traffic. 


Chicago, III. 


College of Advanced Traffic 


608 S. Dearborn St. 
Telephones: Harrison 8649-50 


New York, N. Y. 
Academy of Advanced Traffic 


299 Broadway 
Telephone: Worth 5820 





UNION CITY O;-0 WATERBURY 
BEACON FALLSQONAUGATUCK 
ANSONIA ( 
SHELTON oo OERBY: 

DEVON $ _-o MILFORD 


- 





YORK 
SOUTH BOAT AND RAIL THAMES RIVER LINE, INC., PIER 32 E. R., NEW YORK CITY, ERNEST E. FUCHS, President 





The Traffic World 






WILLIMANTIC @, —___-e JEWETT CITY 
NORWICH 





aman BOAT SERVICE 
oe STORE DOOR DELIVERY ° 
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— Lr en a D. Cine: Dogaen: 

nance No. n re excess Income o annib: 

(further hearing). ™ Connecting R. R. 
June 11—Lake Charles, La.—Examiner Johnson: 

1. & S. 3130—Consolidated Southwestern Cases (in so far as it 
cerns rates on rosin, rosin dross, etc., except on import, e == 
and coastwise traffic and except between points east of "Ind ome 
state line on one hand and points in Kansas and Missougi on the 
other hand) (further hearing). : e 


June 12—Argument at Washington, D. C.: 
21195—Lowe Paper Co. et al. vs. Kaydeross R. R. Corp. et al 
21225—Kaydeross Paper Co. et al. vs. Kaydeross R. R. Corp. et al, 
21993—Midwest Coal Traffic Bureau vs. A. V. I. Ry. et al. 
22615—Bladen Lumber Co. et al. vs. A. T. & S. F. Ry. et al. 
June 13—Shreveport, La.—Examiner Johnson: 
“2 - Sgt a gy es ae “K from points on La, & 
rk. Ry. ormerly . - Co.) west of Miss, : 
Shreveport and Bossier City, La. River to 
June 13—Argument at Washington, D. C.: 
22321 (and Sub. 1 to 7, incl.)—F. A. Bradley vs. C. & E. I. Ry. et al. 
(and related cases). 
22425—-Traffic Bureau, Chamber of Commerce of Mitchell, vs, A, T 
& S. F. Ry. et al. P 
22514—-Board of Railroad Commissioners of state of S. D. vs, A. T, 
& S. F. Ry. et al. 
22446—Northwestern Lumbermen’s Assn. vs. C. & N. W. Ry. et al, 
June 14—Argument at Washington, D. C.: 
22261—-Interstate Amiesite Co. et al. vs. A. & R. R. R. et al. 
Fourth Section Application No. 13731, filed jointly by Agents Tilford 
and Streyer. 
22611—J. Fred Amsden vs. C. N. Rys. et al. 
20630—J. Fred Amsden vs. -C. N. Rys. et al. 
June 16—Washington, D. C.—Examiner Bardwell: 
23240—Ohio Lake Cargo Coal Rate Committee et al. vs. B. & 0. R, 


R. et al. 

23241—Western Pennsylvania Coal Traffic Bureau et al. vs. B. & 0, 
nm B. Ot al. 

June 16—Argument at Washington, D. C.: 

22376—Charles S. Hardy vs. G. H. & S. A. Ry. et al. 

22473—Corn Belt Coal Merchants’ Assn. vs. A. T. & S. F. Ry. et al. 

22505—Board of Railroad Commissioners of state of S. D. vs. A. T, 
& S. F. Ry. et al. 

22724—Laboratory Products Co. vs. M. C. R. R. et al. 

June 16—Jacksonville, Fla.—Examiner Koebel: 

1. & S. 3456 (and first sup. order)—Transcontinental class and com- 
modity rates between the Pacific coast territory and Peninsula of 
Florida. 

June 16—Washington, D. C.—Examiner Molster: 

Finance No. 8269—Application Reading Co. for authority to acquire 
—" of Trenton-Princeton Traction Co. by purchase of capital 
stock. . 

Finance No. 8270—Application A. C. R. R. for authority to acquire 
control of Wildwood & Delaware Bay Short Line R. R. by pur- 
chase of capital stock and under an operating contract. 


PLUMMER REAPPOINTED 


President Hoover June 6 sent to the Senate the nomination 
of Commissioner Plummer for reappointment as a member of 
the Shipping Board. 


POSITIONS WANTED OR OPEN 


FOR SALE—Cheap in lots of 5 or more, 200 Tengwall Tariff 
Binders, 4 prongs for standard punchings. Excellent condition. Ad- 
dress O. R. T. 292, care Traffic World, Chicago, Ill. 











POSITION WANTED—Traffic manager or assistant, technically 
trained, registered practitioner, expert on loss and damage claims, 
traffic manager past 18 years large wholesale house; age 40; married. 
Address O. L. S. 290, care Traffic World, Chicago, IIl. 


THE PUBLISHERS OF THE TRAFFIC WORLD can supply you 
with printed traffic forms at a low cost. A handy folder containing 
19 of these economical and efficient aids will be mailed free of charge 
for your inspection. Write for your copy today. The Traffic Serv- 
i: Corporation, Merchandise Department, 418 S. Market St., Chicago, 





MERCHANDISE STORAGE and 
POOL CAR DISTRIBUTION 


Warehouses Located in Heart of Railroad District and Jobbing Trade 


FEDERAL COMPRESS & WAREHOUSE COMPANY 


589 South Front Street, MEMPHIS, TENN. 


THRU RATES AND 
DIRECT WATER ROUTES 


South Norwalk, Bridgeport, New 
WESTERLY ti TOM © London and Norwich, Conn. - 
Cc. F. A., Ww. T. L. Inter-Moun' 
t O South and Southwest “ 
YDE, OLD DOMINION, SAVANNAR,; 
a Coe rip te and MORGAN S. S. LINES 























